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Stevens’ Locomotive. 





In the Railroad Gazette of Sept. 4 and Oct. 1, of last 
year, descriptions of this locomotive, which was 
process of construction at Concord, N. H., were published. 
The engravings herewith are taken from the patent specifi- 
cation. In this the inventor says : 

“This invention relates to improvements in locomotive 
engines, and has for its object, among other things, a novel 
construction and arrangement of the different parts that to- 
gether united constitute a locomotive engine, and also to 
economize fuel, and prevent 
smoke. 

‘*One part of my invention consists ina locomotive hav- 
ing a boiler or a steam-generator arranged at the rear of the 


| two cars were wrecked, several other cars damaged, one man 
| hurt so that he died ina short time, and 12 others injured. 

| On the 7th a freight train on the Illinois Central ran into 
| a preceding freight which had stopped near Anna, Ill, to 
| repair a break on the engine. Several cars were wrecked. | 

|_ On the night of the 9th a freight train on the New York, 
| Lake Erie & Western ran into a preceding freight near 
| Stockport, N. Y., wrecking two cars. 

On the 11th a freight train on theVandalia Line ran into a | 
preceding freight near Harmony, Ind., wrecking several 
cars. 

On the 12th a passenger train on the Mobile & Ohio ran | 
into the rear of a freight near Union City, Tenn., damaging 

| some cars. 
On the 13th a passenger train on the Pittsburgh. Cincin- 


then in nati & St. Louis road ran into some freight cars which had 


been run from a siding out on the main track at Unionport, 
The engine and several cars were wrecked, two train- 
men and three passengers hurt. 

On the morning of the 14th a freight train on the Balti- 
more & Ohio ran over a misplaced switch and into another 
| freight standing on a siding, wrecking severdl cars and kill- | 

~<“ brakeman. 
n the 14th a Lake Shore passenger train ran into the 


| passenger which had stopped on account of a crossing acci- | 
| dent at Berea, O. Several cars were damaged. | 
On the night of the 14th a freight train on the Indiana, | 


| was at work on the track near Jordan, N. Y. Two engines 
| were damaged, the flanger wrecked and the road-master in 
charge killed. 

| On the night of the 23d a freight train on the Burlington, 

Cedar Rapids & Northern ran into a preceding freight near 

Polo, Ia , wrecking several car's. 

On tke evening of the 24th a freight train on the Balti- 
more & Ohio road ran into a preceding freight near Tiffin, 
O., wrecking an engine and several cars and killing the fire- 
man. 

Early on the morning of the 25th a freight train on the 
Louisville & Nashville road broke in. two near Nashville, 
Tenn., and the rear section afterward ran into the forward 
one, upsetting one car. 

On the 25th a New York Central & Hudson River yard 
ngine ran intoa Delaware & Hudson passenger train in 
Troy, N. Y., doing some damage. 

On the evening of the 25th a freight train on the Pitts- 
burgh, Cinciunati & St. Louis broke in two near Hanlin. 
Pa., and the rear section ran into the forward one, wrecking 
several cars. 

Very early on the morning of the 27th a freight train on 
the Wabash, St. Louis & Pacificran into a preceding freight 


sparks, cinders and excessive rear of a Cleveland, Columbus, Cincinnati & Indianapolis | near Decatur, Ill., wrecking 12 cars. Five were burned up. 


On the night of the 27th a freight train on the Chicago, 
Rock Island & Pacific road ran into the rear of a passenger 
train which had stopped near Tiskilwa, IIL, to fix a broken 


bogie truck, above the driving-wheels, the said boiler having | Bloomington & Western road ran intoa preceding freight | rail. 


at its rear end an apartment for the fireman and at its front 
end an apartment or housing-cab for the engineer, the said 
engineer’s apartment containing the valve-gear and valve- 


which had stupped for water at Mahomet, Ill., and several 
| cars were wrecked. 
On the morning of the 19th a train on the Manhattan Ele- 


On the morning of the 28th a freight train on the New 
York, Lake Erie & Western road ran into a preceding 
freight which was standing on the track near Port Jervis, 


controlling mechanism, all as hereinafter set forth, whereby | vated road ran into the rear of a preceding train which had | N. Y., wrecking several cars. 


the engineer is placed at the front of the locomotive, where 


his view of the track and signals is entirely unobstructed, ' New York while the engineer repaired the injector, but had ' on the Texas & Pacific broke in two at Beaver Creek, 


stopped at the Fourteenth street and Ninth avenue station in | 


Very early on the morning of the 31st a construction —_ 
eX., 

























































































where he is removed from the presence of smoke, steam and 
dust, and bas 2ll the mechanism for starting, stopping and 
reversing the locomotive completely under his control. This 
construction affords additional security to the lives of pas- 
sengers and safety of rapidly moving trains.” 

The inventor proposed to dispense with the use of the 
steam blast for stimulating the draft in the fire. To do this 
he says ‘‘ it became necessary for me to provide the locomo- 
tive with more rapid and efficient means for generating 
steam.” Fig. 1 is a longitudinal section of the engine, from 
which it will be seen that the boiler consists of a fire-box, P, 
and combustion chamber, EF, which, with the former, ex- 
tends the whole length of the boiler, and toth are lined 
with fire-brick throughout. The boiler proper consists of what 
may be called a flattened cylinder or shell, D, whose form is 
that of a condensed letter E>, and which is supported in the 
top of the walls of the fire-box and combustion chamber. 
From this shell are dependent circulating tubes, E, extending 
downward into the fire-span. 
an enlarged scale is given by fig. 2. The direction of the 
circulation of the water in these tubes is shown by the darts. 


The top and bottom plates of the boiler shell are stayed to | 


each other by the outer tube, which is screwed into the bot- 
tom plate, and the bolt h?, which is screwed into the top plate 
and into the projection F° of the outer tube. 


The valve-gear is very complicated, and only elaborate | 
illustrations and descriptions would make its construction | 


clear. 


“The front of the structure is made Y-shaped, to divide | 


the opposing body of air in the manner of a vessel dividing 


the water, and thus lessen the power required to drive the 


locomotive. 
‘*Removable weights, R, are provided, by which the pres- 
sure of the drivers on the track may be varied at pleasure.” 
We are not able to say whether this singular engine has 
yet been completed or tried. It is the invention of Mr. 
Frank M. Stevens, of Concord, N. H. 





Train Accidents in January. 
The following accidents are included in uur record for the 


month of January : 
REAR COLLISIONS. 


On the lst a freight train on the New York, Lake Erie 
& Western road ran into a pusherengine standing at Shin 
The engine was damaged and the engineer 


Hollow, Pa. 
hurt. 


On the morning of the 3d a yard engine of the Philadel- 
phia & Reading while running out of a siding ran into a 
passenger train on the main track, damaging several cars, 


at Belmont, Pa. A man on the yard engine was killed. 


A section of one of these on | 








THE STEVENS LOCOMOTIVE. 


| sent no signal back. An engine and a car were wrecked and | 
two passengers burt. | 
On the evening of the 19th, in a dense fog, a freight train | 
on the Lake Shore & Michigan Southern road ran into the 
rear of a local passenger train which had stopped near 
Elkhart, Ind., wrecking the rear car and injuring two pas- 
sengers. | 
On the evening of the 19th a passenger train on the Lake | 
Shore & Michigan Southern road ran into the rear of a} 
freight train at Otis, Ind., wrecking three cars and damag- 
ing the engine. There wasa dense fog at the time. 
On the night of the 19th an East Tennessee, Virginia & 
yeorgia freight ran into the rear of a Knoxville & Ohio 





| freight at the junction near Knoxville, Tenn., wrecking 
| several coal cars. 


| On the —— of the 20th a local passenger train on the 
Michigan Central ran into a freight near Spencer, Ind. 
| On the morning of the 20th a freight train on the Virginia 
| Midland road ran into a preceding freight which had stopped 
| for water at Mason, Va., wrecking several cars. 
| On the night of the 20th a freight train on the Atlantic, 
Mississippi & Ohio road ran inte a preceding freight near 
| Zuni, Va., damaging the engine and two cars. 
| Very early on the morning of the 21st a freight train on 
| the Illinois Central road ran into the rear of a preceding 
| freight which had been stopped by the washing out of a 
small bridge near Makanda, Ill. An engine and caboose 
| were badly broken, a fireman and a brakeman killed and a 
| brakeman burt. A signal was sent back by the first train, 
| but the next one was so close behind there was no time to 
| stop. 
| Early on the morning of the 21st a freight train on the 
| New York Central & Hudson River road ran into a preced- 


On the afternoon of the 3d a freight train on the Pennsyl-| ing freight which had stalled near Peekskill, N. Y., wreck- 
vania road ran into another freight which was pulling out | %& several cars. 


of a siding at Monmouth Junction, N. J., wrecking several | 


cars. 


On the night of the 21st a freight train on the Sioux City 
| & Pacific ran into a preceding freight near Blair, Neb., 


On the morning of the 4th a stock train on the New York | wrecking several cars and killing a brakeman. 


Centra] & Hudson River ran into the rear of a passenger train 


which had broken down near Savanna, N. Y. 


On the evening of the 6th a passenger train on the Phil- 
adelphia, Wilmington & Baltimore road ran over a mis- 
cog switch and into a local ane train standing on a 

‘a. Both engines and 


ranch track at Lamokin Junction, 


On the morning of the 22d a freight train on the New 
York Central & Hudson River road ran over a misplaced 
switch and intoa freight train standing on a siding in St. 
Jobnsville, N. Y. Several cars were badly broken. 

On the night of the 22d a passenger train on the New York 
Central & Hudson River ran into the rear of a flanger which 


| Western avenue in Chicago, damaging both engines. 


and rear section ran into the other, wrecking several cars and 
knocking down a trestle bridge. ? 


BUTTING COLLISIONS. 
On the afternoon of the 6th there was a butting collision 


| between two passenger trains on the Troy & Greenfield at 


East Portal of Hoosac Tunnel, Mass. Both engines were 
damaged and a passenger hurt. : : 
Early on the morning of the 8th there was a butting collis- 
ion between two freight trains on the Central Railroad of 
New Jersey at Stony Creek, Pa. Both engines and several 
cars were wrecked and six trainmen burt. a 
On the afternoon of the 11th there was a butting collision 
between a passenger and a freight train on the Baltimore & 
Ohio Railroad near Mannington, W. Va., which was caused 
by a mistake in telegraphic orders. A fireman was hurt. 
“On the morning of the 15th a misplaced switch in the Pitts- 


| burgh, Ft. Wayne & Chicago yard in Ft. Wayne, Ind., 


caused a butting collision between a freight train anda yard 
engine. 

On the evening of the 19th a passenger train and a freight 
train on the Chicago & Northwestern road ran sg * — 

ere 
was a thick fog at the time. 

On the night of the 19th three engines and several cars 
were wrecked by a butting collision in Albany, N. Y., on 
the New York Central & Hudson River rood. aids 

On the morning of the 20th there was a butting collision 
between two freight trains on the Lake Shore & fichigan 
Southern road near Clayton, Ind., by which both engines 
and several cars were wrecked and a fireman killed. : 

Very early on t'.e morning of the 22d there was a butting 
collision between two freight trains on the Pittsburgh, Ft. 
Wayne & Chicago road near Sheffield, Ill, by which both 
engines and several cars were wrecked and a brakeman 
killed. 

On the morning of the 22d there was a butting collision 
between a freight and a passenger train on the New York & 
Canada road near East Lyon, N. Y., by which four engines 
and several cars were damaged and two tramps, stealing a 
ride, killed. : ai 

On the morning of the 24th there was a butting collision 
between two passenger trains on the Pittsburgh, Ft. Wayne 
& Chicago in Ada, Ind. Both engines were slightly dam- 


aged. 


On the morning of the 25th there was a butting collision 
between two freight trains of the Illinois Central in Decatur, 
fl. 

On the 28th there was a butting collision between two 
freight trains on the Jeffersonville, Madison & Indianapolis 
near Jeffersonville, Ind., wrecking both engines and 20 
cars. , bie 

On the morning of the 29th there was_a butting collision 
on the Baltimore & Ohio near Wilford, Ind., by which both 
engines and several cars were wrecked. The accident was 
caused by a misunderstanding of orders. 


CROSSING COLLISIONS, 


On the night of the 2d a Chicago & Northwestern freight 
ran into a Chicago, Milwaukee & St. Paul freight at Winona 
Crossing, Minn., damaging twocars. A fireman was hurt. 

On the night of the 5th a freight train on the Memphis 
Line of the Louisville & Nashville ran into a_ Southeastern 
Division freight at the crossing in Guthrie, Ky., wrecking 
two cars. s 

On the 13th a Wabash, St. Louis & Pacific yard engine 
ran into an Illinois Central passenger train at Grand Cross- 
ing, Ill., damaging both engines. F 

| Sn the 13th a New York, Lake Erie & Western freight en- 
| gine ran into a New York Central & Hudson River freight 
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at the trossing in Tonawanda, N. “-Y., damaging both en-| on the New York Central & Hudson River was thrown from 
gines. the track at Oneida, N. Y., by a broken wheel. 
On the afternoon of the 22d a Delaware, Lackawanna & 


On the evening of the 14th several-cars of a freight train 
Western freight train ran into a New York, Ontario & | on the New York, Lake Erie & Western were thrown from 
Western passenger train at the crossing at Sidney, N. Y., 
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the track near Middletown. N. Y., by a broken wheel: 
upsetting and damaging a car. It is said that the usual) On the evening of the 21st a cur of a freight train ou thé 


crossing signal was displayed. New York Central & Hudson River road was thrown from 


DERAILMENTS, BROKEN RAIL. 


Early on the morning of the 1st a passenger train on the | ve 


Chicago, Milwaukee & St. Paul was thrown from the track 
at Otter Creek, Wis., by a broken rail, and two cars went 


down a bank and were wrecked, injuring three trainmen | 


and three passengers. : . 

Near midnight on the 5th a passenger train on the Ver- 
mont Ceutral road was thrown from the track near North 
Charlestown, Vt., by a broken rail. Two cars upset and 
were damaged. 

On the night of the 6th a car of a passenger train on the 
Chicago & Grand Trunk road was thrown from the track 
near Battle Creek, Mich., by a broken rail, apd six pas- 
sengers were hurt. : : 

On the 7th several cars of a passenger train on the Chi- 
cago, Burlington & Quincy were thrown from the track 
near Hopkins, Ia., by a broken rail. : 

On the night of the 9th three cars of a freight train on the 
Rock Island & Peoria road were thrown from the track near 
Toulon, I1l., by a broken rail. The conductor was killed. 

On the evening of the 10th a car of a passenger train on 
the Rutland & yory er road was thrown from the track 
by a broken rail near Danby, Vt. 

Early on the morning of the 14th three cars of a passenger 
train on the Chicago & Alton were thrown from the track 
near Dwight, [ll., by a broken rail. } 

On the morning of the 14th a freight train on the Burling- 
ton & Southern was tarown from the track near Viele, La., 
by a broken rail. f 

On the evening of the 11th some tars of a passenger train 
of the Wabash, St. Louis & Pacific road were thrown from 
the track by a broken rail near Woodburn, Ind. ‘ 

On the night of the 14th two cars of a passenger train on 
the Cincinnati, Hamilton & Dayton were thrown from the 
track near Cairo, O., by a broken rail. 

Early on the morning of the 18th a passenger train on the 
Canada Southern road struck a broken rail vear Perry, Ont., 
and all the cars were thrown from the track, some of them 
being badly broken. Four passengers were hurt. 

On the morning of the 18th a passenger train on the 
Illinois Central was thrown from the track by a broken rail 
near Minonk, Ill. ; 

On the morning of the 20th three cars of a passenger train 
on the Chicago & Alton were throwu from the track near 
Joliet, Ill., by a broken raii. ; 

Very early on the morning of the 21st a passenger train on 
the Albany & Susquehanna struck a broken rail near Mary- 
land, N. Y., und the sleeping car was thrown over off a small 
bridge and wrecked, injuring two men slightly. 

Early on the m-rning of the 21st a passenger train on the 
Chicago, Rock Island & Pacific road struck a broken rail 
near Pond Creek, Ill., and three cars were thrown from the 
track and wrecked, and one car caught fire and was burned. 
One passenger was burned to death, another fatally hurt, the 
conductor and five passengers less severely injured... 

Very early on the morning of the 28d two cars of a pas- 
senger train on the Cincinnati, Wabash & Michigan road 
were thrown from the track near Leesburg, Ind., by a 
broken rail, injuring three passengers. 

On the 23d a freight train on the- Wabash, St. Lonis & 
Pacific road was thrown from the track near Danville, [lL., 
by a broken rail. 

On the 24th a passenger train on the Houston & Texas 
Central was thrown from the track near Hutchins, Tex., by 
a broken rail. 

Early on the morning of the 25th ten cars of a freight 
train on the Wabash, St. Louis & Pacific road were thrown 
from the track near Peru, Ind., by a broken rail, 

On the 26th a passenger train on the Cleveland, Mt. Ver- 
non & Delaware road struck a broken rail near Millersburg, 
O., and one car was thrown down a bank and wrecked, in- 
juring 11 passengers. 

On the morning of the 27th a passenger train on the Louis- 
ville & Nashville road struck a broken rail near McGehee, 
Ala., and three cars were thrown from the track, injuring 
two trainmen eed 

On the night of the 27th ten cars of a coal train on the 
Chicago, Burlington & Quincy were thrown from the track 
near Monmouth, IIl., by a broken rail. 

On the morning of the 28th a car of a passenger train on 
the Cincinnati, Wabash & Michigan was thrown from the 
track near New Paris, Ind., by a broken rail. 

On the morning of the 28th six cars of a freight train on 
the Lake Erie & Western road were thrown from the track 
near LaFayette, Ind., by a broken rail. : 

On the night of the 28th three cars of a freight train on 
the Western Railroad, of Alabama, were thrown from the 
track near Columbus, Ga., by a broken rail. 

On the morning of the 29th a passenger train on the Sun- 
bury & Lewiston Branch of the Pennsylvania was thrown 
from the track near Middleburg, Pa., by a broken rail. Two 
cars upset, were wrecked and burned up; five persons were 
badly, ten less epee b hurt. 

Onthe morning of the 29th a passenger train on the Pitts- 
burgh, Cincinnati & St. Louis was thrown from the track at 
Possum School House, O., by a broken rail. The engineer 
was hurt. 

On the night of the 30th a freight train on the Richmond 
& Danville road was thrown from the track near Gibson- 
ville, N. C., by a broken rail. The engine and 13 cars went 
down a bank; the conductor and fireman were killed, the 
engineer burt. 

n the morning of the 3ist a passenger train on the Rome, 
Watertown & Ogdensburg road was thrown from the track 
by a broken rail near Woodward, N. Y. The engine upset 
and two cars went down a bank. The engineer, fireman, 
conductor and three others were burt. 


DERAILMENTS, BROKEN WHEEL. 


On the 3d a construction train on the Atchison, Topeka & 
Santa Fe road was thrown from the track by a broken 
wheel at Arroyo Hondo, N. M., killing one man and injur- 
ing four others. , 

On the evening of the 3d the engine of a passenger train on 
the Philadelphia & Reading broke two drivers when near 
Tamaqua, Pa., and was badly wrecked and thrown from the 
track. 

On the night of the 4th several cars of a passenger train 
on the Wilmington & Weldon road were thrown from the 
track near Magnolia, N. C., by a broken wheel. The cars 
were damaged and five persons slightly hurt. 

On the morning of the 5th two cars of a passenger train on 
the Philadelphia & Reading road were thrown from the 
track at Locust Gap, Pa., by a broken wheel. 

On the night of the 7th the engine of a poner train on 
the Baltimore & Ohio was thrown from the track near Mt. 
Vernon, O., by the breaking of a wheel under the engine. 

On the night of the 9th a freight train on the Louisville & 
Nashville road was thrown from the track near Franklin, 
Ky., by a broken wheel. y ; 

On the morning of the 13th the engine of a passenger train 


} 





| the track in Rome, N. Y., by a broken wheel. 


On the evening of the 21st the caboose of a freight train 
1 the Missouri, Iowa & Nebraska was thrown from the 


| track at Sand Prairie, Ia., by a broken wheel, injuring the 


conductor and three others. 

Near midnight on the 22da passenger train on the New 
York, Lake Erie & Wesvern was thrown from the track 
near Tioga Centre, N. Y. The postal car went down a bank 
with the baggage and express cars on top of it; the wreck 
caught fire and was burned up. Five men in the postal car 
were killed, all being burned to death, and in the other cars 
12 were hurt. The accident is supposed to have been caused 
by a broken wheel. 

On the 23d a car of a freight train on the New York, 
Lake Erie & Western road was thrown off the track near 
Chester, N..Y., by a broken wheel and went down a bank. 

On the morning of the 24th a car of a coal train on the 
Central Railroad of New Jersey was thrown from the track 
by a broken wheel on the long bridge near Bergen Point, N. 
J. When the train was stopped the car rested upon the end 
of one of the trusses of the draw-span, but did no damage, 
as it was moving very slowly when it struck the truss, 

On the morning of the 25th a car of a passenger train on 


| the New York, Lake Erie & Western road was thrown from 


the track near Hawthorne, N. J., by a broken wheel. 
On the night of the 25thacar of a freight train on the 
New York, Lake Erie & Western road was thrown from the 


| track at Greycourt, N. Y., by a broken wheel, 


On the night of the 25th a car of a coal train on the New 
York, Lake Erie & Western road was thrown from the track 
in Middletown, N, Y., by a broken wheel. 

On the night of the 25th several cars of a coal train on the 
New York, Lake Erie & Western road were thrown from the 
track by a broken wheel near Pond Eddy, N. Y., blocking 
the road several hours, 

On the morning of the 27th a car of a freight train on the 
New York, Lake Erie & Western road was thrown from the 
track at Hancock, N. Y., wrecking one car badly. The ac- 
cident was caused by a broken wheel. 

On the 27th a car of a freight train on the Northern Pacific 
road was thrown from the track at Audubon, Miin., by a 
broken wheel. 

On the afternoon of the 29th a car of a passenger train on 
the Chicago, St. Paul, Minneapolis & Omaha line was thrown 
from the track near Merrillan, Wis., by « broken wheel, 

On the 3lsta car of a freight train on the Boston & 
Providence was thrown from the track by a broken wheel 
at East Foxboro, Mass. 

DERAILMENTS, BROKEN AXLE, 

On the Ist a train on the Sussex Railroad was thrown 
frem the track near Sparta Station, N. J., by a broken axle 
under the tender. The rvad was blocked nearly eight 
hours. 

On the evening of the 3d the engine of a passenger train 
on the St. John & Maine road was thrown from the track 
near Grand Bay, N. B., by the breaking ot an axle. 

On the afternoon of the 14th an axle broke under a car in 
a. freight train on the New York & New England road near 
Rye Crossing, Conn., and 14 cars were thrown from the 
track, some of them being badly broken. 

On the morning of the 18th the tender on a freight trair 
on the New York, Lake Erie & Western road was thrown 
from the track near Southfield, N. Y., by a broken axle. 

On the morning of the 20th the engine of a freight train 
on the Hanover Junction, Hanover & Gettysburg road was 
thrown from the track in Gettysburg, Pa., by a broken 
driving axle, 

On the evening of the 21st an axle broke under a shifting 
engine in the Northern Central yard at Elmira, N. Y., and 
the engine was thrown across the track and wrecked. 

On the afternoon of the 25th the tender of a passenger 
train on the St. John & Maine road was thrown from the 
track near Fredericton, N. B., by a broken axle. 

On the afternoon of the 25th a passenger train on the New 
York, Lake Erie & Western road was thrown from the track 
near Hancock, N. Y., with a brok2n axle under the tender. 

On the morning of the 28th several cars of a freight train 
on the New York, Lake Erie & Western road were thrown 
from the track at Rock Run, Pa,, by a broken axle, block- 
ing the road three hours. 

On the evening of the 31st eight cars of a freight train on 
the Connecticut & Passumpsic Rivers road was thrown from 
the track near McIndoes’ Falls, Vt., by a broken axle, 

DERAILMENT, ‘BROKEN CONNECTING ROD. 

About noon on the 15th the locomotive of a passenger 
train on the New York Central & Hudson River road broke 
a parallel rod when near Low Point, N. Y., and the broken 
end of the rod caught in a tie, throwing the engine from the 
track. The road was blocked over two hours. 

DERAILMENTS, BROKEN TRUCK. 

On the evening of the 13th two cars of a passenger train 
on the New York Central & Hudson were thrown from the 
track at Whitesboro, N. Y.,-by the breaking of a truck. 

On the afternoon of the 21st a car of an emigrant passen- 
ger train on the New York Central & Hudson River road 
was thrown from the track near Rome, N. Y., by a broken 
truck. 

On the afternoon of the 24th several cars of a freight train 
on the Canada Southern were thrown from the track near 
Hagersville, Ont., by a broken truck. 

DERAILMENTS, LOOSE WHEEL. 


On the 11th a car of a passenger train on the St. John & 
Maine road was thrown from the track near McAdam Junc- 
tion, N. B., by a loose wheel. 

On the morning of the 22d three cars of a passenger train 
on the Atlanta & Charlotte Air Line were thrown from the 
track near Gaffney, 8. C., by a loose wheel, and the cars 
went down a bank, injuring two train-men and three passen- 
gers slightly. 

DERAILMENTS, BROKEN SWITCH-ROD. 

On the afternoon of the Ist a pcssenger train on the Old 
Colony road was thrown from the track at Weymouth, 
Mass., by a broken switch rod, and the baggage car was 
thrown against the station and wrecked. The engineer and 
a passenger were hurt. 

On the morning of the 6th a passenger train on the St. 
Paul & Duluth road was thrown from the track in Still- 
water, Minn., by a broken switch-rod. 

On the morning of the 28th ten cars of a freight train on 
the Central Vermont were thrown from the track at High- 
gate Springs, Vt., by a broken switch-rod.. 

DERAILMENTS, BROKEN BRIDGE. B 

Very early on the morning of the Ist a freight train on 
the Texas & Pacific road broke through a small bridge near 
Sulphur, Tex. Several cars went down and were wrecked, 
and a brakeman was badly hurt. 





On the 4th the engine of a passenger train on the Charles- 
ton & Savannah road broke through the bridge over the 
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meneame ‘ - 
Ashepoo Rivet, 8. €.,; and went into the river. The fireman 
and wood-pas er Were drowned. 
On the night of the 7th two cars of a freight train on the 
Chicago, St, Paul, Minneapolis & Omaha road broke through 
a trestle bridge at McShane Creek, Minn., and were 
wrecked. 
Early on the morning of the 12th a freight train on the 
New York & Greenwood Lake road broke through the bridge 
over the Pequannock near Pompton Junction, N. J., and 
several cars went down upon tbe ice. The bridge was a 
wooden truss bridge and not new. It is said that two cars 
— the track and struck the bridge truss, knocking it 
own. 
On the morning of the 21st the engine of a freight train 
on the Northern Pacific road broke through a trestle bridge 
at New Tacoma, Wash. Ter., and fell into the water. 
DERAILMENTS, SPREADING OF RAILS. 
On the morning of the 3d three cars of a passenger train 
on the Bennington & Rutland road were thrown from the 
track near North Bennington, Vt., by the spreading of the 
rails, One car went down a bank and was wrecked, injur- 
ing two men. 
‘ery early on the morning of the 18th a passenger train 
on the Houston and Texas Central was thrown from the 
track near Sherman, Tex., by the spreading of the rails. 
The engine upset, injuring the engineer and fireman. 


DERAILMENTS, ACCIDENTAL OBSTRUCTION. 


On’ the 5th a passenger train on the South & North Ala- 
bama road ran into a rock which had fallen on the track 
near Birmingham, Ala., and the engine upset down a bank. 

On the morning of the 10th a passenger train on the Du- 
buque Division of the Chicago, Milwaukee & St. Paul ran 
into a mass of ice which had fallen on the track near Elk 
River, Ia. The engine was thrown down a bank. 

On the afternoon of the 20th a freight train on the Lake 
Erie & Western road ran into a hand car near Bluffton, Ind., 
and several cars were thrown from the track. Two track- 
men were hurt, 

On the morning of the 22d a freight train on the East 
Tennessee, Virginia & Georgia ran into a rock which had 
failen on the track at Loudon Bluff, Tenn., wrecking the 
engine and two cars. 

Very early on the moruing of the 27th a freight train on 
the Pennsylvania Railroad was thrown from the track near 
Dillerville, Pa., by two telegraph poles, which had fallen a 
moment before from a train passing on the other track. 


DERAILMENT, CATTLE. 





Branch of the Chicago, Milwaukee & St. Paul ran emer.a 

horse near Richland Centre, Wis., and the whole tragii,was 

thrown from the track, and the fireman killed. 
DERAILMENTS, LAND-SLIDE. 


On the night of the 7th a passenger train on the Richmond 
& Danville ran into a land-slide near Lexington, N.C. The 
whoie train was thrown from the track, the engine and pos- 
tal car wrecked, the engineer and fireman killed, and five 
passengers hurt. . 

Early on the morning of the 24th a freight train on the 
Buffalo & Southwestern ran into a_ landslide 
Gowanda, N. Y., and the engine and several cars went down 
a bank, killing the fireman and injuring the engineer, 


DERAILMENTS, SNOW. 


On the 9th a car of a passenger train on the Northern 
Pacific was thrown from the track at East St. Cloud, Minn., 
by ice on the rails. 

On the night of the 17th nine cars of a freight train on 
the New York, Lake Erie & Western road were thrown 
a _ track in Goshen, N, Y., by snow packed down on 
the rails. 

On the morning of the 22d twelve cars of a freight train 
on the Buffalo & Southwestern road ran off the track near 
Hamburgh, N. Y., in asnowdrift. 

On the morning of the 22d a snow-plow on the Buffalo & 
Southwestern road ran off the track in a snow bank near 
Buffalo, N. Y., and the road was blocked some time. 

On the morning of the 22d two cars of a passenger train 
on the Eastern Railroad were thrown from the track near 
Lynn, Mass., by snow packed down on the rails. 

On the 27th the engine of a passenger train on the Dela- 
ware, Lackawanna & Western ran off the track in a snow 
drift near New Hartford, N. Y. 

On the evening of the 27th a passenger train on the Micbi- 
gan Central was thrown from the track at Lake, [Il., by snow 
packed down in a frog. 


the Concord & Claremont road ran off the track in a drift 
near West Concord, N. H., and two men were hurt. 


DERAILMENTS, MISPLACED SWITCH. 


On the morning of the 3d a construction train on the Grape 
Creek Branch of the Chicago & Eastern Illinois was thrown 
from the track by a misplaced switch and the conductor and: 
four laborers hurt. 

On the morning of the 4th acar of a passenger train on: 
the Pennsylvania Railroad was thrown from the track im 
a N. J., by a misplaced switch and slightly dam- 
aged. 

On the morning of the 7th a passenger train on the Fitch- 
burg road was thrown from the track at Wachusett, Mass., 
by a misplaced switch. Two men were hurt. 

On the afternoon of the LOth the engine of a passenger 
train on the New York & New England road was thrown 
from the track at Melrose, Conn.,; by a misplaced switch. 


St. Louis & Pacific road was thrown from the track at 
Niantic, Ill., by a misplaced switch. 

On the evening of the 14th a passenger train on the West- 
ern & Atlantic road was thrown from the track in Chat- 
tunooga, Tennv., by a misplaced switch. 

On the morning of the 15th a freight train on the Western 
& Atlantic road was thrown from the track by a misplaced 
switch in Marietta, Ga., and the engine upset. 

On the 20th a freight train on the Illinois Central road 
was thrown from the track near Bloomington, IIl., by a mis- 
placed switch. 

On the night of the 22d apassenger train on the Great 
Western was thrown from the track at Bothwell, Ont., by a 
misplaced switch and the engine upset, injuring the engineer. 

On the night of the 24th a passenger train on the Terre Haute 
& Indianapolis road was thrown from the track in Effing- 
ham, Iil., by a misplaced switch, three cars leaving the trac 
and blocking the road eight hours. A brakeman was slightly 
hurt. 

On the morniag of the 25th the tender and one car of a 
passenger train on the Pittsburgh & Lake Erie were thrown 
from the track at Middletown, Pa., by a misplaced switch. 

On the morning of the 30th a yard engine at Erie, Pa., 
on the Erie & Pittsburgh road was thrown from the track 
in Erie, Pa., by a misplaced switch. The engineer was hurt. 


DERAILMENTS, UNEXPLAINED AND MISCELLANEOUS. 


On the night of the 3rd 12 cars of a freight train on the 
New York Central & Hudson River were thrown from the 
track near Amsterdam, N. Y. 





On the 4th five cars of a passenger train on the Atchison, 










On the 27th a freight train on the Pine River Valley- 


near: 


On the morning of the 29th an engine and snow-plow on: 


On the night of the 13th a passenger train on the Wabash, . 
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Topeka & Santa Fe road were thrown from the track near 
Raymond, Kan., and slightly damaged. 

n the afternoon of the 6th a Southeastern freight engine 
broke through the ice-bridge over the St. Lawrence from 
Montreal to Longneuil, P. Q., and went down in 30 ft. of 
water. 

On the 6th a freight train on the Louisville & Nashville 
road ran off the track at Silver Fork, Ky., and a brakeman 
was hurt. 

On the night of the 6th the rear truck of a car of an ex- 
press train on the New York Central & Hudson River road 
jumped the track near Syracuse, N. Y., and the car was 
dragged nearly a mile before the train was finally stopped, 
but without causing any serious damage. 

On the morning of the 7th two cars of a passenger train 
on the Connecticut & Passumpsic Rivers road ran off the 
track near East Coventry, Vt., and were wrecked, killing 
one passenger and injuring 21 persons. 

On the 7th several cars of a freight train on the Wabash, 
St. Louis & Pacific ran off the track in Hannibal, Mo. 

On the 7th the engine of a freight train on the Lehigh 
Valley road ran off the track in Phillipsburg, N. J. 

On the afternoon of the 7th some cars of a freight train 
- > Baltimore & Ohio ran off the track at Mt. de Chantal, 

. Va. 

On the morning on the 9th two cars of a passenger train 
on the Houston & Texas Central road ran off the track near 
Corsicana, Tex., and upset. 

On the morning of the 10th four cars of a coal train on 
the Pittsburgh, Cincinhati & St. Louis ran off thé track near 
Camp Hill, Pa., and a brakeman was hurt. 

On the morning of the 11th several cars of a freight train 
on the New York Central & Hudson River road were thrown 
from the track near Cold Spring, N. Y., blocking the road 
two hours. 

On the night of the 11th the rear car of a passenger train 
on the Wabash, St. Louis & Pacific road ran off the track 
near Mitchell, Ill., upset, injuring 13 persons. 

On the afternoon of the 12th a freight train on the Boston 
& Albany road ran off the track near Hinsdale, Mass., block- 
ing the road two hours, 

On the morning of the 14th a passenger train on the St. 
Louis, Keokuk & Northwestern ran off the track at Can- 


ton, Mo. 


Oo the 14th a Kentucky Central passenger train was 
thrown from the track near Lair, Ky., where some track- 
men had taken up a rail and put out no signals. 

Very early on the morning of the 15th the engine of a 
freight train on the Midland Railroad, of New Jersey, was 
thrown from the track near Snufftown, N. J., blocking the 
road six hours. 

Very early on the morning of the 16tha freight train on 
the Pennsylvania Railroad ran off the track at Bear Swamp, 
N. J., and several cars were wrecked. 

On the morning of the 16th several cars of a freight on the 
New York, Lake Erie & Western ran off the track near 
Howells, N. Y 

On the 18th a car of a passenger train on the New York 
Central & Hudson River road ran off the track near Oneida, 
N. Y., delaying the train two hours. 

On the morning of the 19th two cars of a passenger train 
onthe St. Lawrence & Ottawa road ran off the track near 
Osgood, Ont., doing some damage. 

On the evening of the 20th, near Mattoon, IIl., some cars 
of a freight train on the Indianapolis & St. Louis road ran 
off the track. 

Very early on the morning of the 21sta freight train on 
the Louisville & Nashville road ran off the track near Green 
River, Ky., blocking the track five hours. 

On the afternoon of the 21st several cars of a freight train 
on the Peoria, Pekin & Jacksonville road ran off the track 
near Hollis, Ill., and one car was wrecked. 

On the morning of the 22d the engine of a freight train on 
the New York, Lake Erie & Western ran off the track at 
Greycvourt, N. Y., blocking the road two hours. 

On the morning of the 22d a gravel train on the Louisville 
& Nashville road ran off the track near Lake Catherine, La., 
wrecking the engine and killing a laborer. 

On the afternoon of the 22d six cars of a freight train on 
the Midland Railroad, of New Jersey, were thrown from the 
track near Newfoundland, N. J., where some trackmen had 
taken up a rail and had neglected to put out a signal. 

On the night of the 22d 12 cars of a freight train on the 
Grand Rapids & Indiana road ran off the track at Wallen, 
Ind. 

On the evening of the 24th a freight train on the New 
York, Pennsylvania & Ohio road was thrown from the 
track near Jamestown, N. Y., blocking the road six hours. 

On the night of the 24th three cars of a freight train on 
the Utica & Black River road were thrown frcm the track 
near Glendale, N. Y., and wrecked. 

At noon on the 26th a car of a passenger train on the Buf- 
falo, New York & Philadelphia ran off the track in Buffalo, 
N.S. 


On the merning of the 26th the engine of a passenger 
train on the New York, New Haven & iartford road ran 
off the track near Middletown, Conn., and ran over a bridge 
on the ties before it could be stopped. 

On the afternoon of the 26th five cars of a freight train on 
the New York, New Haven & Hartford road ran off the 
track in Hartford, Conn., but did no serious damage. 

On the night of the 26th a car of a freight train on the 
New York Central & Hudson River ran off the track in 
Rochester. N. Y., and knocked down a corner of the depot. 

Onthe morning of the 27th a passenger train on Mor- 
gan’s Louisiana & Texas road ran off the track near Terre- 
bonne, La , doing some damage. 

On the 27th a freight train on the Central Iowa ran off the 
track near Grinnell, Ia. 

On the 27th a construction train on the Atlantic & Pacific 
road ran off the track near Laguna, N. M., killing an Indian, 
injuring another and the engineer. 

On the night of the 27th some cars of a freight train on 
the Cincinnati, Indianapolis, St. Louis & Chicago ran off 
the track near Valley Junction, 0. 

On the night of the 27th seven carsof a freight train on 
the Texas & St. Louis ran off the track and were wrecked at 
Black Fork, Tex., injuring a brakeman. 

On the 28th the engine of a passenger train on the Well- 
ington, Grey & Bruce road ran off the track near Paisley, 
Ont., and upset. 

Early on the morning of the 29th a freight train on the 
Grand Trunk ran off the track at Highland Creek, Ont., and 
ten cars went off the bridge and were wrecked. The wreck 
— up; a boy was burned to death and a brakeman 
hurt. 

On the morning of the 31st a freight train on the Dun- 
kirk, Allegheny Valley & Pittsburgh road was thrown from 
the track at Irvineton, Pa., where trackmen had taken up 
two rails but put out no signal. 

On the morning of the 31st a passenger train on the 
Northern Railway, of Canada, ran off the track near Hol- 
land Landing, Ont. A man jumped from the caboose and 
was killed. 7 

On the evening of the 31st several cars of a freight train 
on the Chicago & Northwestern road ran off the track at 
Central Park, Ill., and two cars were wrecked. 

On the night of the 31st a car of a passenger train on the 


near Kirkville, N. Y., delaying the train two bours. 

On the mght of the 31st the engine of a freight train on 
the New York, Lake Erie & Western road ran off the track 
in Middletown, N. Y. 

BROKEN WHEEL NOT CAUSING DERAILMENT. 

On the morning of the 3d the engine of a passenger train 
on the Housatonic road broke a wheel near Pittsfield, Mass. 

On the morning of the 11th a driving wheel broke under 
the locomotive of a passenger train on the St. Paul, Minne- 
apolis & Manitoba road near Minneapolis, Minn. The en- 
gine did not leave the track, but the train was delayed until 
another engine could be procured. 

On the morning of the 16th a wheel broke under the bag- 
gage car of a passenger train on the New York, Lake Erie 
& Western road near Owego, N. Y. The car ran some dis- 
tance with the broken wheel, but did not leave the track. 

On the 20th as a passenger train on the Delaware, Lacka- 
wanna & Western road was near Stroudsburg, Pa., a driv- 
ing wheel tire broke in several places. A large piece was 
thrown through the cab, wrecking one side of it and injur- 
ing the fireman slightly. 

On the evening of the 20th a wheel broke under a passen- 
ger car on the Boston & Providence road at West Mansfield, 
Mass , but the car did not leave the track. 

On the evening of the 22d when a passenger train on the 
New York & Harlem road was near Amenia, N. Y., a 
driving wheel broke, wrecking one side of the engine and 
tearing a hole in the boiler. 

On the evening of the 24th the tire of a driving wheel on 
the engine of a passenger traiu on the Philadelpbia & 
Reading road broke near Mill Creek, Pa. A large piece 
was thrown up through the cab, breaking it up and just 
missing the engineer. The engine did not leave the track. 

On the morning of the 25th a driving wheel broke under 
the engine of a nassenver train on the Chicago, Rock Island 
& Pacific near Utica, Tl. 

On_ the morning of the 29th a tire broke on the driving 
wheel of the engine of a passenger train on the Lake Shore 
& Michigan Southern road near Conneaut Bridge, O. The 
pieces of the wheel flew up through the cab, doing some dam- 
age. The engine did not leave the track. 

On the morning of the 29th a wheel broke under a sleeving 
car of a passenger train on the New York, Lake Erie & 
Western road when near Turners, N. Y., delaying the 
train some time. 

On the morning of the 26th a wheel broke under a tender 
of a passenger train on the Geneva, Ithaca & Sayre road, 
but the tencer ran five miles without leaving the road. 

On the 29th the engine of a freight train on the Rochester 
& State Line broke a wheel near Machias, N.Y., but did not 
leave the track. 

OTHER BREAKAGES, 

On the morning of the 18th the engine of a passenger 
train on the New York, Lake Erie & Western road broke a 
parallel rod when near Hohokus, N. J., doing a little dam- 
age. 

On the morning of the 22d the engine of a passenger train 
on the Wabash, St. Louis & Pacific road broke a connecting 
rod near Ft. Wayne, Ind., doing some damage. 

On the morning of the 25th the locomotive of a passenger 
train ou the Central Railroad, of New Jersey, broke an axle 
—_— near Elizabethport, N, J., but did not leave the 
track. 

On the afternoon of the 31st the engine of the milk train 
on the Housatonic read broke a parallel rod near Pittsfield, 
Mass., and the loose end tore a hoie in the boiler, disabling 
the engine. 

On the evening of the 31st the engine of a passenger train 
on the Midland Railroad, of New Jersey. broke a connecting 
rod when near Hamburg, N. J., and the loose end tore a 
hole in the boiler, letting out all the steam. 

On the night of the 31st the engine of a passenger train on 
the New York, Lake Erie & Western broke a connecting 
rod near Hornellsville, N. Y., wrecking the cab and injuring 
the engineer. 

OTHER ACCIDENTS. 

On the 19th a switching engine 60 the Delaware, Lacka- 
wanna & Western road exploded its cylinder in Newark, 
N. J., doing some damage. 

On the evening of the 22d the baggage car of a passenger 
train on the New York & Greenwood Lake road caught fire 
when near Snake Hill, N. J., and was entirely destroyed. 

On the 29th a flat car loaded with cotton on a freight 
train on the Chicago, St. Louis & New Orleans road caught 
fire from a burning tree near McComb City, Miss., and four 
cars were burned. 


This is a total of 223 accidents, whereby 30 persons were 
killed and 182 injured. Twenty accidents caused the death 
of one or more persons each; 41 caused injury, but not death, 
while in 162, or 72.3 per cent. of the whole number there 
was no injury recorded. 

As compared with January, 1880, there was an increase 
of 161 accidents, of 19 in the number killed and of 132 in 
that injured. The number of acvidents is the largest we 
have ever recorded, the nearest approach to it being in Feb- 
ruary, 1875, when there were 211 in the list. 

These accidents may be classed as to their nature and 
causes as follows: 
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- Four collisions were caused by misplaced switches ; three 
by trains breaking in two; three by fog: ona each by a 
a mistake in orders, by failure to use signalsand by cars run 
out of a siding. 
There were 98 accidents resulting from defect or failure 





New York Central & Hudson River road ran off the track 





of road or equipment ; 13 caused directly by the elements or 
the weather ; 8 by purely accidental obstructions, which could 
hardly be foreseen or prevented ;61 were due to carelessness 
or defective management, and 43 were unexplained. Prob- 
ably many of the unexplained accidents’ were caused by 
snow. : 

There were 110 accidents in daylight; 91 in the hours of 
darkness, and in 22 cases the time is not definitely given. 

A division according to classes of accidents is as follows : 

Colli-  Derail- 


Accidents: sions. ments. Other. Total. 
To passenger trains..... ...... 6 73 17 96 
Toa passenger and a freight...- 14 rye = 14 
To freight trains............... 32 77 4 113 

 sieccid idnutniss 52 150 21 223 

Casualties: 
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slight acidents to freight trains is doubtless far greater than 
to passenger trains, but passenger train accidents are very 
likely to be recorded, while freight train accidents where no 
serious damage i; done are very likely to escape observation 
and be hardly heard of except among the train-men, unless 
some serious delay to traffic is caused. 

The extraordinary number of accidents and the very 
sharp contrast with January of last year are not difficult to 
explain. We have before referred to the difficulties arising 
from pressure of traffic and inexperienced train-men, but 
January of this year was the severest month for many years. 
Intense cold and frequent snow-storms are not favorable 
for safety of operation, and the nature of the accident 
almost of itself explains the cause. There were no 
less than 29 broken rails, 33 broken wheels, 6 broken con- 
necting rods and 11 broken axles—evidence not to be dis- 
puted. We have before pointed out the close connection 
between the weather and the number of accidents, and it 
almost seems as if the statements of past years of accident 
might be used as a meteorological record for reference here- 
after. There were comparatively few fatal accidents, a 
large proportion being slight. 

For the vear ending with January the record is as follows: 


Number 
of accidents. Killed. Injured. 

PI |. «scenes s000000 cdecvcctgowees 64 16 49 
PE hibndios <rossesuctacseegutbibaces 65 ” 33 
ABE scccce cvcces coccccseescsdannccesite 71 11 45 
DE cthcen sensu cress saseiesonshasesins 46 30 107 
DE idixtarnnvncnawean soenennsandiaeche 56 15 77 
i chucnackwacsh 150 seen en via innesnin 7 21 100 
DC. s omsxnaue o eeeeeend. 4ne>' cee 49 214 
Sen ncnnee aeqeeesiseebacs Bens 124 15 OF 
CE ctantes Senecsesassen stavestseds 120 69 137 
TR Pere x 40 165 
GEE s: d..cqnnsnnenseee scans. wonnene 135 29 141 
Pi ccancdancesneeesedaenan renee 223 30 182 

Ricks .t0sstendoekandcnekedaine 3334 1,304 

Total, same months. 1879-80. 173 669 





For the month the averages per day were 7.19 accidents, 
0.97 killed and 5.87 injured; for the year they were 3.38 
accidents, 0.91 killed and 3.56 injured. The average casuel- 
ties per accident were, for the month, 0.125 killed and 0.816 
injured: for the year, 0.270 killed and 1.052 injured. 





Discussion on Steel Rails. 


[Abstract of the official report of the discussion of papers by Dr. 
P. H. Dudley and C. P. Sandberg, at the Philadelphia meet- 
ing of the American Institute of Mining Engineers, February, 
1831.] 

Mr. AsHBEL Wetcu: Dr. Dudley has discussed the 
wear of steel rails under four conditions: On level tangents; 
grade tangents; level curves, and grade curves. Mr. Welch 
called attention to the weight on a wheel as affecting the 
requirements of hard or soft steel. In the future the weight 
per wheel of loaded freight trains will be 60 per cent. 
greater than in the past. As 60 per cent. more freight is 
carried over the south (east-bound) track of the Pennsylvania 
Railroad than over the north (west-bound) track, the number 
of wheels passing over both being practically equal, we have 
60 per cent. more weight on each wheel on the south 
track than on the north. But Mr. Welch finds that the loss 
of metal per yard of rail, per ton carried, is 31 per cent. 
more on the south track than on_ the _ north. 
The examples were too few to deduce a _ law 
from, but Mr. Welch suggests that “within certain 
limits the wear of such steel rails per ton carried increases 
about as the 0.6th power of the weight on a wheel.” Thead 
dition of per cent. to the weight on a wheel 
may require harder steel than has been required 
heretofore, and that might change Dr. Dudley’s 
conclusion, and the soft steel that has heretofore had 
greatest endurance may hereafter have the least. f 

Some years ago Mr. Welch found the wear of iron 
rails from Bethlehem to b2 25 per cent. greater than 
that of steei rails rolled by John Brown at Sheffield. 
This is not, however, a test of relative durability, as 
steel will wear down to a skeleton, while iron after certain 
pounding ‘‘ becomes unwelded and falls to pieces before it is 
half worn.” There is little danger of broken rails with a 
good roadbed. : 

In 1863 Mr. Welch designed a rail section which was es- 
sentially that which is now the standard. John Brown & Co. 
refused at first to roll this rail, but did ‘roll it 
in 1867, and it was laid between Philadelphia and New 
York. Notoneof that lot has broken, though subjected to 
hard usage. 

In 1864, Mr. Welch waschairman of the committee of the 
American Society of Civil ——— appointed to consider 
the subject of rails, and Mr. Chanute was a member of that 
committee. 

Mr. R. W. Hunt: Mr. Hunt accepts Dr. Dudley’s 
tests both physical and chemical as accurate, but at the 
same time he knows how easy it1s for chemists to be mis- 
taken. ‘‘Dr. Dudley presents a kind of steel which it will 
trouble Bessemer steel people to make.” : 

Dr. Dudley deals in this paper with the wearing quali- 
ties of rails because improved road-beds and better 
methods at the steel works are doing away with broken 
and crushed rails; hence the question of _wearing 

wer becomes the all important one. But, so 
far as Mr. Hunt knows, the rails «hich on the Pennsylvania 
road are not breaking or crushing as much‘as formerly con- 
tain higher percentages of both carbon and manganese than 
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Dr. Dudley advises. In the judgment of Mr. Hunt, aver- 
ages in such investigations are extremely dangerous unless 
made from an immense number of examples, taken from 
metal that has exactly the same history. Dr. Dudley’s 
samples were too few for the basis of a sound theory. ‘It 
took us a long time to understand how to make Bessemer 
steel at all; Dr. Dudley must not expect to be able to so 
easily tell us how to make the best.” To illustrate the 
danger of his averages: Among the rails taken from a level 
tangent, that showing the best results, has: carbon, 0.428 ; 
phosphorus, 0.127; silicon, 0.083; manganese, 0.708; 
while that which shows within three of the worst results, 
has: Carbon, 0.428; phosphorus, 0.109; silicon, 0.138; 
manganese, 0.870. The next to the worst had tre same 
manganese as the best; and so in the case of the samples 
from the low side of level curves. The second best rail has 
Carbon, 0.454; aaee, 0.145; silicon, 0.015; man-: 
ganese, 0.726; while the rest has: Carbon 0.497; hos- 
phorus, 0.136; silicon, 0.032; manganese, 0.724. Mr. Hunt 
cannot believe that.the slight difference in the chemical 
constituents of these rails caused the - difference 
in their wear. The rail makers of both this countr 
and England are making «steel rails containing muc 
more en eg than formerly, and time only 
can tell how hey will wear, but it must be borne in mind 
that the rail-makers have not put in more manganese of their 
own impulse. Engineers have demanded stiffer rails for their 
suspended joints. 

‘* The present Troy practice is to put in enough carbon to 
make strong steel and enough manganose to make it roll 
sound; hot-straighten the rails and cold-press while the steel 
hd yet hot.” Tests are made of a four-inch ingot from each 

ow. 

Mr. WILLIAM SELLERS: Dr. Dudley’s paper presents 
the record of a series of investigations that are extremely 
valuable, and the deduction from the results noted seems un- 
avoidable, but the tests to which it is proposed to hereafter 
subject steel rails should have our. careful attention. 
We have learned that larger and larger quantities of phos- 

horus may be used in steel, provided corresponding changes 
in the chemical composition be made; and steel with high 
phosphorus is now considered to possess qualities which fit it 
admirably for use in rails. We have learned, too, that the 
degree of heat and the manipulations to which the ingot is sub- 
jected have an important influence en the characteristics of the 
product. The chemical ee has no value to the engi- 
neer, exceptas it affects the physical quality of the material he 
has to deal with, and no matter what ‘the chemical com- 
position, it is upon the physical qualities ‘at last that he must 
rely to determine whether or not it will ‘answer his purpose. 
It is his business to devise the tests which will determine 
whether or not the requisite — has been produced; 
while the manufacturer should be left free to make such 
chemical combinations as shall produce this quality. 

For all structural uses the engineer must know upon what 
ultimate strength he can rely, but it is upon ductility that he 
must depend for safety. High ductility, and high ultimate 
strength can be produced together only with the most favor- 
able conditions of chemical combination and best mode of 
manufacture; therefore the requirement simply of an ulti- 
mate a go of not less than—pounds per square inch,and a 
ductility of not less than — per cent. would at once deter- 
mine the character of steel required and the quality of it. 
But the capacity to bear fatigue and shock is scarcely less 
important, particularly in rails. 

Dr. Dudley’s data indicate that to establish the relation be- 
tween ultimate strength and ductility would be insufficient 
to determine the wearing quality of rails. Mr. Sellers 
would suggest in addition tests for fatigue from 
shock, and simple bending, which last Dr. Dudley 
has found to bear a closer relation to the loss of metal per 
million tons than any of the other tests. But fora bending 
test Mr. Sellers would prefer a drop test to a test 
by slowly applied pressure, as more nearly realizing the 
conditions of practice. 

He concludes that ‘‘ to obtain the relation of ductility to 
ultimate strength, together with the capacity to sustain 
fatigue from shock, would be to attain to absolute certainty 
as to the quality in an engineering sense.” As it is the con- 
sumer who must bear all the 
cost of tests, it is important that the railroad 
companies should adopt a system of tests at once expeditious 
andeconomical. ‘It would seem to be sufficient to adopt a 
system that would be simply an indication as to the quali- 
ties de ired, without subjecting the parties interested to the 
cost and delay which must result from exhaustive and thor- 
ough tests. d is would seem to accord with the best foreign 
practice as illustrated by ” Mr. Sandberg’s very valuable pa- 
Joy ms Rail Specifications and Rail Inspections in Europe. 

r. Sellers suggests the registering ager and the drop test 
as cheap, expeditious and accurate. He also suggests that, if 
the physical tests are to be supplemented by chemical analy- 
sis, @ maximum limit merely should be fixed for pbospho- 
rus, silicon and manganese, leaving the carbon to be varied 
by the manufacturer ; for it is evident that if the engineer 
defines the chemical composition he cannot reasonably ask 
the manufacturer to guarantee certain physical properties 
for the result. 

Mr. W. R. Jones: Dr. Dudley has omitted from his 
analysis two very important elements, copper and sulphur. 
Mr. Jones cannot accept as correct any formula for making 
steel which omits elements of so much importance. More- 
over, he cannot accept Dr. Dudley’s analyses as correct till 
they are confirmed by the chemists of the leading steel 
works. He is led to this scepticism by repeated discrepan- 
cies in the analyses of the same sample by various chemists. 
He also doubts the correctness of Dr. Dudley’s method of 
selecting the rails to be tested—the best of one brand and 
the worst of another. He finds, further, on close inspection 
of the paper under discussion that Dr. Dudley ‘has taken 
no notice whatever of the increased weight of cars, in- 
creased weight of locomotives, with increased s , in his 
tonnage calculations.” The duty to which rails are sub- 
jected [on the Pennsylvania Railroad] is fully 60 per 
cent. greater than fore the year 1874. ‘So on 
looking over the Doctor’s paper we find any number 
of rails which he has classed as good wearing rails, that for 
years have been subjected to a comparatively light tonnage, 
on a wheel-tonuage basis, compa to a great number of 
rails that he has classed as fast wearing rails and in some 
cases I find have had pussing over them nearly twice the 
number of tons per month, and all on heavier wheel-ton- 
nage.” This is illustrated by a comparison of rails No. 929 
and No. 937. Rail No. 929 has carbon, 0.235; silicon, 
0.030 ; phosphorus, 0.055, and manganese, 0.300; elonga- 
tion, 24 per cent. Rail No. 937 has carbon, 0.454; 
silicon, 0.015; phosporus, 0.145, and manganese, 0.736 ; 
with only 2 per cent. elongation. No. 937 should, accord- 
ing to formula, be a very bad rail, yet it has been subjected 
to a monthly ton of 747,628 tons, or 96 per cent: more 
than No. 929, which is classed as a good rail. The bad rail 

has been in the track forty months and only shows a wear 
of 0.05 in. in vertical section. As to tests, Mr. Jones prefers 
ll Sandberg’s tests to the methods proposed by Dr. 
udley. 

Mr. Wiit1aM Metcatr: Mr. Metcalf does not 

10 the deductions of Dr. Dudley, but does not think him en- 
tirely wrong. ‘‘When we have chemical determinations 


eventually 


accurately made we can predict almost to an absolute cer- 
tainty the physical properties and value of steel from the 
chemical analysis. I can say that in 13 years’ experience I 
have never found a case where a physical test and chemical 
analysis vary in crucible steel.” £ 

He finds Dr. Dudfey’s analysis “‘deplorably incomplete.” 
Copper and sulphur are-ignored,and these afe very dangeréus 
elements in steel. ‘‘ We all know that the great friend of 
steel is carbon and the other elements of his (Dr. Dudley’s] 
units are really elements of rottenness.” Mr. Metcalf thinks 
it fair-to assume that the wear of a rail would be analo- 
gous to the wear of a roll. Having had consider- 
able experience with steel rolls he found that 
soft steel would flow and bend down, and that 
the rolls that flowed broke off and went to pieces. Steel 
flows are shown in almost every case given by Dr. Dudley; 
yet he seems to have ignored this very important modeof 
destruction of rails. On general principles, soft rails seem to 
wear best; but making an analysis of Dr. Dudley’s data, it’ 
was found that of 30 cases 12 supported Dr. Dudley’s theory 
and 18 were against him. - 

(Mr. Metcalf then read quite an elaborate paper on ‘‘ Why 
Does Steel Harden ?”] 


Co. has rolis for 90 patterns of rails, but one pattern was the 
standard on 32,252 miles of the 84,233 miles of track in the 
United States in 1879; that is, on 38.76 per cent. of the total 
mileage, this one form, with slight modification, was 
adopted as the standard. At this date the reent- 
age is greater, for it is adopted as the standard on 
those lines whose mileage is now increasing at the largest 
rate. In frequent tests on these standard rails and angle 
bars, he has assumed 271¢ ia. between centres of 8-inch ties, 
or 191¢ in. clear. With 191, in. between supports, the test re- 
sults have been as follows: Elastic limit, 80,000 lbs. ; perma- 
nent set then, 0.0016 in.; broke at 146,000 lbs. ; deflection 
then, 2.65 in. ; elastic limit to ultimate, 54.12 per cent. 

The combination of two stubs of rails, each 10%{ in. long, 
in. space between ends, two double angle-bars, four 4 by 344 
in. button-head, oval-neck, iron bolts and one U.S. standard 
nut on each bolt, resisted strain as follows: Elastic limit, 
38,000 Ibs. ; permanent set then, 0.0024 in. ; angle-bar broke 
in centre of length at,88,000 lbs.; deflection then, 2.50 in.; 
elastic limit of combination, 47.50 per cent. of elastic limit 
of rail; ultimate strength of combination, 60.28 per cent. of 
ultimate strength of rail; or with one-half of the entire 
weight of ordinary —_ locom tive on the joint 
of a track scantily supplied with cross ties, this combination 
will set one-quarter of one hundredth of an inch if properly 
placed and fastened. 

“The designer of rails and joint fastenings should be held 
responsible for weight and form, based on good material well 
worked, and properly cared for in track. The maker should 
be held responsible for all defects in material and manufac- 
ture. The railway managers, engineers, and trackmasters 
should be held responsible for all defects in roadway, provided 
the corporation furnishes them with good material and plenty 
of means to place it and properly care for it. The rail and 
splice-bar maker is too ofcen, in fact very generally, ex- 
pected to furnish materials that can and will stand anything 
that may happen; for example, the ‘drop test,’ which 
cannot represent anything that can happen in practice, un- 
less it be a low, unsupported joint or tie, a flat place in 
car wheel, a broken driving-wheel tire, or an actual derail- 
ment of a train. With about as much equity and common 
sense such tests are also required of wheels and axles; and 
these drop tests are required to be made on clear openings 
three feet between supports, when no one in the Uni 
States at all familiar with the subject would build a railway 
even for hauling saw logs, at speed of six miles per hour, 
with any such space between cross ties. 

** Any one who will take the trouble to watch effects of a 
passing train on the best cared-for track will observe a slight 
wave in the metals between the ties in advance of each 
heavily-laden wheel. If the joint occurs in the trough of 
this wave, the rail-ends are shut and depressed when the 
wheel passes over them. On the other hand, if the joint oc- 
curs on a stifly-tamped joint tie, it ison the crest of the wave 
—the joint is opened and the exposed end of the metal is 
barbarously pounded by every passing wheel. Taking an- 
other view of this subject, the double angle-bar, notched, and 
well spiked to two well-tamped 10-inch ties, may be consid- 
ered as a bridge sustained by two adequate abutments. But 
who will ever contend for a bridge supported at the middle 
and free at both ends ? 

‘*May 26, 1876, I most thoroughly tested the ‘ resistance 
to strains,’ values of the double angle splice-bars, compared 
with the double plain fish-plate, and the combination of one 
plain fish-plate with one angle bar. The results were as 
follows : 

Elastic 
limit, 


Ultimate 

strength. 
1.00) 
0.6666 


Double avgle-bar, assumed standard... ........ 1,0000 
CRE TIO, oo o.5 5. ois sins cen cecsccenscces 0.3333 
One angle-bar, combined with cne fish-plate....0.40u2 0.6920 

The low result of the last was to empected. The fish- 
plate failed and the combination was dissolved. It would 
seem incredible that any one at all familiar with the dis- 
tressing effect on any metal, of punching with a square 
punch, would expect a square-necked bolt would be pre- 
ferred to the oval-neck bolt now universally used on Ameri- 
can railroads. 

‘Respecting the decadence in quality of iron rails I was 
near at hand when and where it began in this country. A 
gentleman of wide reputation asan engineer and railway pres- 
ident concluded he was a court of last resort on any question 
affecting railways. Though he had for many years been 
buying the ‘‘ good old-fashioned iron rails” that we now 
hear so many elegies about, and which were made for him 
by men of long experience, who had the same reasons 
for maintaining reputation for honor and integrity as he 
had; and though he knew nothing whatever abouc puddling, 
piling, or rolling rails, he decided to fix a regular formula 
for preparing, piling, and working the iron for his rails. He 
did so, and made the oe gen rays absolute. To see that they 
were thoroughly carried out he sent to the mill an “‘ Ex- 
og in the person of a gray-haired Ph.D., LL.D., and M.D. 

he mill manager was a thoroughly honest man, and he 
protested that such practice would produce rails of horrible 
emy, but he said he would make them that way if the 

h.D., etc., insisted on it. Of course the mill manager at once 
became a ‘ Suspect,’ and his every move was watched. The 
rails were completed to the entire satisfaction of the expert, 
and they endured about three months’ service on a line with 
but moderate traffic. There was but little left of them but 
ashes; but out of those ashes arose clouds of ‘ Experts,’ who 
have since benumbed and terrified iron railmakers with 
‘character of ores required’—‘dry fixes’ and ‘ wet fixes,’ 
‘ puddling,’ ‘boiling,’ ‘ preheats,’ ‘ reheats,’ ‘edge piles,’ 
and ‘ flat piles,’ until the railmaker, in despair, has never 
since tried to use his experience and judgment, but he 
has made all bis work after some ‘Expert’s’ theory, 
whether or not the specifications in that particular case re- 
quired it; for he expected at last some ‘ rt’ would ap- 
pear to inspect the rail and cross-examine him as to which 
theory they had »een made under; for, 

“** He never could wield a carnivorous pen 

Like any of those intellectual men.’ 





‘* Meantime the old 26 to 28-ton engines, with extreme 


Mr. GEORGE WEBB (communicated): The Cambria Iron’ 





weight of about 8,000 pounds on a omg had given way to 
engines with double that weight. e 16,000 Ibs. freight 
cars, with maximum load of 20,000 lbs., had given way to 
20,000 Ibs. cars with 40,000 Ibs. weight, and the old-fash- 
ioned passenger cars had given way to trains of palace cars, 
each car of which weighs more than the old-time engine 
weighed ; and the speed of all trains had about doubled. The 
railway managers and engineers strengthened their bridges, 
but the rail was expec to behave like its old-fashioned 
tears ar though it was abused and tortured upto and 

yond the limit of atomic cohesion of any iron, even 
though it and its maker had not been tortured by ‘ Ex- 
perts.’ Reports from all the leading older rail mills in this 
country co me in the belief that every one of the 
‘good old-fashioned iron rails,’ so often referred to now 
was made without any specifications as to material and 
mode of manufacture, and it was shipped, in most cases, 
from the mill under the makers’ inspection, on his actual ex- 
perience in treating metals, and on his honor as a business 
man. 

Mr. Webb thinks that the makers of steel rails bail with 
joy the new process for bringing the phosphorus units in 
their make of rails to the proper standard, that is the im- 
provement in maintenance of way. It beats all the Reese 
and Gilchrist-Thomas processes. 

“Porosity” and ‘ pipings” in steel ingots are entirely 
distinct conditions. Their causes are widely distinct. The 
first is due to temperature at which the heat is poured, and 
to the carelessness in mode of preparing for and in pouring. 
Pouring the high phosphorus units steel doubtless requires 
most care. The porosity of ingot end doubtless caused a bad 
end to the rail; unless, by the most rigid scrutiny, it was 
sawed off inside of the porous part. But the selection of the 
proper point for sawing had no reference whatever to the 
chemical composition of the rail. No matter what causes 
knots to grow and splits to occur in timber, the mechanic 
must select the clear, sound stuff to make a good panel door, 
or good flooring; so in a good rail. The makers have always 
known this, and at their meetings this question, above all 
others, has been discussed, viz.: Whether their mill man- 
agers and inspectors were really careless in scrutinizing the 
ends, or were the railway managers, engineers and track- 
masters at fault in not vigilantly caring for the joints, sur- 
face, and alignment of their tracks? The recent testimony 
from so high a source seems to settle this question. Being 
their witness, they will not cross-examine him. 

Low phosphorus units steel will have the most pipings, and 
as a consequence, more of those black pits and thin fins so 
terrifying to railroad men. The contact of the low-phos- 
phorus-units-molten-metal steel with the bigh-phosphorus- 
units metal in the cast-iron mold seems to be the cause of 
these pipings. These pipings can probably be prevented by 
using | geet material for a good coat of facing on the in- 
side of molds, supplemented by a powerful pressure on the 
molten metal. 

Mr. Webb then explained the tests made regularly at the 
Cambria Iron Co.’s works, and added: ‘I have digressed 
from the main subject in order to explain why I think 
it difficult, if not a’most impossible, to fix rigid lines 
between which we must travel. Ordinary Bessemer 
steel of 65,000 ultimate strength can be readily nicked 
by dropping on it the blade of a common-sized pocket 
knife. tl nless the track is kept io perfect surface and align- 
ment, and no flat wheels are allowed under cars or en- 
gines, and all engine tires are removed as soon as the flanges 
become the least sharp, I think Dr. Dudley’s soft steel in a 
rail must bend and be deformed very rapidly, unless by the 
pressure system it be made dense. 

“Tt seems to me the railway companies and the rail- 
makers should unite and at once and forever decide by 
actual test (which shall resemble real service) just what 
material and mode of make produces the best rail.” 

He suggests a scheme for testing as follows: ‘*The track 
would be 300 feet in circumference. On it can traverse 
60 ordinary car-wheels at once, each loaded with 5 toas 
—total, 3 tons. At speed of thirty miles per hour a 
service of about seventy millions of tons could be developed 
in twenty days of 22 hours each. At the end of that the 
wheels, axles and journal-bearings would probably be worn 
out. A new set can then be applied, and the ultimate en- 
durance of that set of rails under that load per wheel, at 
that speed, can then be determined. The track-bed being 
permanent, all rails have the same chance; for it is intended 
that the whole machine is to be flexible, each arm is only 
hung at hub and at rim to prevent end thrust on the axles, 
and the rim will be in sections, each wheel having its portion 
as a truck; so that no rail, wheel, axle or journal-box can 
possibly escape its share of duty. It will be a reliable test of 
the endurance of wheels, axles and journal-boxcs, and 
of the power required, by comparison, of the 
various lengths and diameters of journals under same weight 
and at same speed. As the propelling power is to be com- 
municated through a friction wheel, J son shaft-journals 
are sustained in their boxes by levers and _ counter-weights, 
the comparative values of lubricants and journal-bearing 
metals can be accurately measured. A set of each kind of 
rails should be tried under speeds of say 10, 20, 30, and 40 
miles per hour, If any doubt about fairness of any test 
should occur it can readily be duplicated, for the surround- 
ing conditions would always be the same. The series would 
probably require a year, and the expense, after selling scrap, 
ought not to exceed $100,090.” 

r. WILLIAM KENT: He suggests that the Bessemer 
companies decide that the 10 standard sections shall 
be the Sandberg sections. Dr. Kent concludes from 
examining Dr. udley’s paper that: 1. Within the 
limits of nearly the whole range of the chemical and 
bending tests of these 64 rails, the wearing power of 
these rails bears no relation at all to carbon, to phosphorus, 
to silicon, to manganese, to phosphorus units, to bending- 
weight or to deflection. 2. The difference in wearing power 
of these 64 rails was not due to carbon, phos- 
phorus, silicon or manganese, or to any combination of 
these elements, but to some cause or causes to which Dr. 
Dudley’s investigation furnishes no clue, but which prob- 
ably have far more influence than all the four chemical ele- 
ments named by Dr. Dudley. 3. The railroad companies 
must abandon for the next ten years the attempt to limit rail 
manufactures to a certain prescribed chemical analysis, and 
should inaugurate another investigation to endure ten years 
and to reach much farther than Dr. Dudley’s investigations 
have gone. 4. Dr. Dudley’s experience should a 
lesson to all consumers of steel who attempt to prescribe 
chemical and cep specifications, often incompatible. 
Taking Dr. Dudley’s specifications and applying them to the 
64 rails treated in his analysis, we should reject 61, and 
one of the three accepted would be classed by Dr. Dudley as 
a bad rail, while 30 of his good rails weuld be 
rejected. Each of the 61 rejected rails would fall short of 
the specified requirements in an average of 3.44 particulars. 
Further, selecting the 18 worst rails of Dr. Dudley’s tables, 
they show a loss of metal, per million tons carmed, greater 
than the loss of the 32 bad rails by 29 per cent., while in 
a deflection and silicon the 18 rails are slightly 
better than the 32, and in the other specifications slightly 
worse. But one would expect alotof rails havivg 29 per 
cent. worse wearing power than a larger lot which tochabed 
them to differ very decidedly in average analysis and bend- 
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only the results of the tests, which lot had the greater wear- 
ing power. Comparing the'18 worst rails with the other 
13 rails of Dr. Dudley’s 32 bad rails (rejecting rail No. 920) 
we tind the 18 worst rails to be over per cent. below the 
13 bad rails in wearing power, while their analysis and 
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wear for the soft rails. By making careful physica! te:ts, 
specifications can be prepared for all the steel rail sections 
used by the Pennsylvania Company, and Captain Jones and 
those on bis side can make the rails of what they please, if 


Lea SO ew 





they give them the uisite physical properties. 

Mre JACOB Russa Dr. Dudley is v ovidentiy on the 
right track. What the steel men want to get at is how to 

roduce the best rail for the least money, and to get the 

ongest wear that can be had for a rail. his investigation 

should be turned not to increasing the life of a rail by in- 
creasing its hardness, but to increasing its life by increasing 
its tensile strength, and that will be done by increasing the 
carbon and decreasing the other metalloids. 

Dr. DuDLEy (closing the discussion): Referring to dis- 
crepancies in analyses of one sample by various chemists, 
Dr. Dudley said that it is well known to steel makers that 
the proportions of manganese are different in different parts 
of the same ingot. This is due to the incomplete mixture of 
the spiegel. The physical tests and chemical analyses of the 
samples were all made before anything was known of the ser- 
vice to which they had been subjected or of the loss of metals,so 
there could have been no bias. As to sulphur and copper the best 
information attainable when be began the investigation was 
united in the notion that they had little effect on the wear- 
ing power of the steel; therefore he had not taken the time 
to test for them. ‘There has been considerable trying v0 
prove a law by the exception. Individual rails have been 
taken out and made an example to teach us on all points. 
This is not logic. It is not a thing that should carry weight.” 
It has been said that we pay no attention to the flow of the 
metal. The effort has been to determine the loss of metal 
by wear, and not its change of form or place. It may flow, 
but it is still there. 


The Platform of the Anti-Monopoly League. 








The following resolutions, passed at the meeting held in 
New York, Feb. 20, under the auspices of the Anti-Monopoly 
League, may be regarded as the formal statement of the 
objects of that organization : 


Resolved, That it is the duty of citizens everywhere to 
organize anti-monopoly leagues, and endeavor to secure, 
among others, the following specific results : 

1. Laws compelling transportation and telegraph com- 

anies to rate their charges upon “ cost and risk of service,” 
instead of the new theory enunciated by them—‘‘ what the 
business will bear.” 

2. Laws to prevent pooling and combinations. 

3. Laws to prevent discrimination against any citizen or 
class of citizens on public highways. 

4. Railroad Commissions or Courts, state and national, to 
give effect to laws which are, or may be placed, upon the 
statute-books. , 

5. Laws making it the duty of public law officers to de- 
fend a citizen’s rights against injustice by powerful corpora- 
tions. 


6. Laws to prevent taxing the public to pay dividends on | the 


watered stock. 


7. Stringent laws against bribery, including a prohibition 
of free passes. 


8. Laws enacted by Congress enforcing the provisions of | the 


the first article of the Constitution, to te commerce 
among the several sta fixing maximum rates to be 
charged by corporations for labor, service, or the use of 


a ary 
9. A liberal policy toward our water ways which, during 


Resolved, That we view with alarm the attempts cf mo- 
nopolists to control our courts and the press, which, with our 
schools, are the chief bulwarks of our institutions; that it is | 
the duty of every citizen to encourage those journals which | 
are free from corporate influence and which advocate and 
sustain the people’s rights. 

Resolved, That the era of sentimental politics is over; that 
the right to earn a living and enjoy the fruits of honest in- 
dustry is now up; that the bread and meat and fuel of the | 
masses shall not be taxed to pay dividends on a fictitious 
cost of constructing public highways, and thus swell the al- | 
ready bursting coffers of men who ‘‘ recognize no principle 
of action but personal or corporate aggrandizement.” 

Resolved, at, for the attainment of these objects, ‘‘ we 
pledge our lives, our fortunes and our sacred honor,” and we | 
will organize and work until they are secured. 








Position of Brake ——_ and Ladders on Freight 
ars. 





(Circular of Committee of Master Car Builders’ Association. | 

No. 118 LIBERTY STREET, NEw YORK, January 1, 1881. 

To the Managers, Superintendents, Master Mechanics, and | 
Master Car-Builders of Railroads: 

The attention of the Master Car Builders’ Association was 
called, a few years ago, to the fact that the brake shafts | 
were not placed on the same side on all freight cars. The 
consequence is that when two cars having them on opposite | 
sides are brought together, to be on ge the brake wheels 
are liable to come in contact with each other and be broken, 
or else must be removed, which consumes time, and it then 
often happens that in seg | them they are insecurely 
fastened, and many accidents have happened and lives been 
lost by the wheels ming detached while train-men were 
applying the brakes. Injuries to men also occur when the 
brake w on two cars omen J each other, are on oppo- 
site sides of the cars, and which therefore come near or in 
contact with each other and thus crush the hands of the 
men. 

For these reasons the Car Builders’ Association, after fully 
discussing the subject a few years ago, adopted a resolution, 
recommending that brake shafts should always be placed on 
what is the left-hand side of the centre of the car, to a 
— standing on the facing the end of the car, as 

ndicated by the engraving herewith, and pacts the brake 
shaft as near as ible in a straight line with the top end 
of the lever, so that the top connecting-rod and the chain 
may pull in a straight line from top of lever and the brake- 


shaft. 

The reason for placing the brake shafts in this position 
rather than on the opposite side is, that in case of any of the 
brake attachments giving way, when a person is exerting 
his strength in applying the brakes, the effort of doing so 
would, in case the shaft is on the left side, throw him toward 

roof of the car of away from it. 

The main ob: to accomplish, h, is uniformity, and 
it is believed that there are now more cars in the country 
with the brake-shafts in the position recommended than in 


opposite one. 
Since the resolution referred to was passed, some com- 
panies have changed the position of their brake-shafts, and 
very generally its recommendations have been followed in 





erty of your company from injury. 

In order to enable the committee to know to what extent 
the recommendation of the Association has been adopted, 
will you oblige them by filling up the enclosed circular and 
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forwarding it to the chairman, and also state whether you 

consider the side or the end of a freight car the best position 

for the ladder, and bag reason for your preference. 

C. A. Smrrn, No. 118 Liberty street, New York. 

C. E. Garey, Master Car Builder of the New York & Har- 
lem Railroad, Morrisania, N. Y. 

J. N. MILEHAM, Master Car Builder New York, Lake Erie 
& Western Railroad, Jersey City, N. J. 


Senss sansavehorccesdinscsesensedepnatadetus dgpete) sadbdinhy 


EIS oad ccevenecanss 6 62shs>eesad as the best position for 
freight-car ladders, for the following reasons: 








Hear ? 


Railroad men down East think that they have been un- 
duly harrassed by examinations for color-blindness and 
defects of t. But now a new professor rises to remark 
that rai companies ought to have all their train-men 
and signal-men carefu®s examined for defects in hearing. 





the construction of new cars. 
The object of this circular is to call your attention to the 


When wy bees loading the camel, it does seem as if every- 
one tried to pile on that last straw. 










































THE RAILROAD GAZETTE. 


[Marc 4, 1881 











Published Hivery Friday. 
CONDUCTED BY 
S WRIGHT DUNNING AND M. N. FORNEY. 


CONTENTS. 





ILLUSTRATIONS: Page. GENERAL RAILROAD NEws: 
‘The Stevens Locomotive. .121 
Position of Brake- Wheels. .125 

EDITORIALS: 


Page. 
Uld and New Roads........ 131 
Train Accidents in January i2 

Railroad Earnings in Janu- 





The Pennsylvania Railroad OR - ee i26 
WB. 408 ices cicles ce 126 ANNUAL REPORTS: 
January Earnings.... ....126 Ohio & Mississippi ........132 
a egal from the Train..127, Marietta & Cincinnati. ....133 
The Eogineer.............. 128) Chicago & Alton...........133 
Record of New Railroad Pennsylvania Railroad, ....133 
Construction.... ........ 128 MISCELLANEOUS : 
EprrortAL Norss............. 128 Stevens’ Locomotive......121 
GENERAu RAILROAD NEws: Discussion on Steel Rails. .123 


Meetings and Announce- 
ments. 
Elections 


Platform of the Anti-Mon- 
opoly League... 
Position -of Brake-Shefts 
‘and Lad ers on Freight 


and 


a, RE OPT Te EP 
Locomotive Building in 
i eee ee 





Addresses.— Businvss letters should be addressed and drafts 
made payable to THE RAILROAD GAZETTE. Communica- 
tions for the attention of the Editors should be addressed 
Epitor RAILROAD GAZETTE. 





Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 


Advertisements.—-We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
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THE PENNSYLVANIA RAILROAD REPORT. 


The report of the Pennsylvania Railroad Company 
for 1880, an abstract of which we publish this week, 
gives a record of the work, earnings, and expeuses of 
a.system of 5,357 miles of railroad worked by this 
company, besides 66 miles of canal: and, briefly, of 
several other railroads in which it has a large interest, 
but which are worked by the corporations owning 
them, This system of roads extends from New York, 
Philadelphia and Baltimore in the East to Cleveland, 
Toledo, Chicago, St. Louis, Louisville, Indianapolis and 
Cincinnati in the West—that is, it covers the part of 
the country where population, production and traffic 
are heaviest. Its mileage is a considerable share of the 
total of the United States, but its earnings are a much 
larger proportion (in 1579 nearly 12 per cent.) and its 
traffic a still larger proportion. This report, therefore, 
gives us at once a very large portion of the railroad 
history of the year. 

We will begin by examining the aggregate traftic 
earnings and expenses of the whole system worked 
whose length is given above, for a series of years. 
These were as follows :, 












_ Passenger Gross Net 
miles. Ton miles. earnings. Expenses. earnings 
ROPE, .050 cece cece Py -.-. $82,93°351 $ 9,422,645 $23,515,706 
1875..... 662,514,463 3,335,797,675  58,(96,866 36,574,141 21 r 
18.6, ... 8 2, 9 3.591,862,5 8 61,561,211 39,495,737 
3,64 ,222,819 64,150.720 ‘ 

5A, 0 4,245,907,908 55,426, 

583,776,696 5,381,194,4°4 60,562,576 35,639,795 

714,571,071 5,719,030,065 70,764,062 42,119,485 


are but 
two or three states in the country all of whose rail- 


These are truly erormous figures. There 


roads together have so large a traffic. 


| previous the increase had been enormous. 


of passenger miles in a year; last year the increase 
was 121 millions. 

But when we turn to the freight traffic we find that 
the increase last year was comparatively insignificant, 
though it was the most prosperous year, perhaps, in 
the history of the country, and though for two years 
From 1877 
to 1878 this business increased one-sixth; from 1878 to 
1879 it increased one-quarter; from 1879 to 1880, only 
714 per cent.. which is less than the rate of increase 
from 1875 to 1876, when business was prostrate. If we 
compare the progress from 1879 to 1880 with that of 
the New York Central and the Erie during the year 
ending with September, 1880, we find that the percent- 
ages of increase of the two kinds of traffic on the 
three roads were, respectively: 


New York 
Penna. Erie Central. 
NS 5 5 5 «ni deauekeul*, Seen 20.7 21.0 13.7 
Se ee 7.2 9.7 10.0 


Thus the whole Pennsylvania system had an increase 
in passenger traftic at about the same rate as the Erie’s 
and one-half greater than the New York Central’s, but 
it had a smaller rate of increase in freight traffic than 
either of the others. However, the Pennsylvania 
system is something vastly larger than and greatly 
different from the trunk lines here cited, and they are 
brought together rather to illustrate by their aggregate 
traftic, which forms so large a portion of that of the 
country, than for comparison with each other. For the 
latter the Pennsylvania Railroad Division of the Penn- 
sylvania system, including 1,120 miles of road, will 
serve best. On this the increase was 26.4 per cent. in 
passenger and 7.6 per cent. in freight—a larger passen- 
ger increase, buta smaller freight increase than on either 
of the other roads, for which latter we do not find it 
easy to account, unless by the fact that the calendar 
year 1879 was a better one for traftic than the fiscal 
year ending with September, which may-very well be. 
But the assumptions that we have made of a great 
increase on the Pennsylvania because of the greater 
activity in the iron manufactures would seem not to 
be supported, unless there has been a decrease in other 
directions, as there certainly was in grain. 

The increase in the earnings of the whole system 
was 17.2 per cent. This increase in earnings was not 
due wholly to the increase in traffic, but to a very 
considerable extent an increase in the average 
freight rate, amounting on the lines east of Pittsburgh 
and Erie to about one-ninth, or to 0.092 cent per ton 
per mile. How important this advance was may be 
seen by the fact that the freight earnings from the 


on 


traftic of 1880 at the rates of 1879 would have been | 


$5,262,000 less than they actually were, and the net 
earnings would have been smaller instead of greater. 
For a portion of the increase in the rate was absorbed 
by an increase in the expenses ; while the rate in- 
creased 0.092 cent per ton per mile, on the lines east of 
Pittsburgh the profit increased but 0.034 cent. 

This is a striking illustration of the vast importance 
of maintaining rates. With the higher working ex- 
penses now ruling, railroad wars such as prevailed in 
1879 and previous years would be more fatal than they 
were then. : 

The working expenses of the whole system increased 
nearly one-fifth, which is much more than in propor- 
tion to the traffic or even the gross earnings. The re- 
port especially states, however, that the expenses do 
not include expenditures for new construction. It 
says: 

‘Tt may be proper at this point also to correct the impres- 
sion, prevailing more strongly abroad than in this country, 
that the revenues of your company, to an unreasunable ex- 
tent, are devoted to new construction work, and such outlays 
charged to expenses. This, the shareholders may be assured, 
is not the fact. The cust of all new corstruction work not 
properly chargeable to the expense account is each year 
added to your capital account, the funds for the purpose, for 
the last two years, having been obtained largely by the sale 
of such securities owned by the compauy as it was deemed 
wise to dispose of.” ; 

There have been, however, such variations in the 
maintenance expenses as to throw upon a year when 
earnings were large the renewals due to traffic in pre- 


| vious years—something which cannot be prevented 


entirely; but which may be varied at will toa great 
extent. For instance, on the Pennsylvania Railroad 
Division the consumption of rails was 65 per cent. and 
of ties more than 40 per cent. greater in 1880 than in 





Covering so | 


1879, and nearly three times as muchof each were used 
in 1880 as in 1877, when the earnings were very small. 


wide a field and so great a number of lines, the sysvem | For four successive years the aggregate consumption 
may reasonably be supposed to indicate the general | 0f rails and ties for maintenance on all the lines east 
course of railroad business north of the Potomac and | 0f Pittsburgh and Erie was: 


the Ohio and east of the Mississippi. 

And first as regards traffic, The passenger traffic, it 
appears, was 20.7 per cent. larger than in 1879, though 
this traffic heretofore, on this as on other roads, has 





Year. Tons rails. No. ties. 
SI cnc a elisa ose: oracenick aie ae Gea aan 11,1982 705,409 
BRL ok cisco dl wh ain beaanemaee Miatenecnes eobshann’ 13,372 674.715 
EE ike, deacon ok vk eae née tecak ee eens 16,475 930,471 
Tethbvibs Scwekscs a evahse cobaus aebkes eee yf | 1.164.937 


This great increase in rails on the Pennsylvania Rail- 


been comparatively stationary (with the exception of | road Division last year is nearly balanced by a great de- 


the Centennial year). 


With that exception there had | crease on the Philadelphia & Erie, on which the con- 
never before been an increase of more than 44 millions ‘sumption was not half as great as in 1879, and at the 











rate of but 5.5 tons per mile of track, which, however, 
on all-steel tracks is probably as much as the average de- * 
preciation. On the Pennsylvania Railroad Division the 
renewals were at the rate of 6.0 tons per mile of track, 
against 8.7 tons in 1879, 2.8 in 1878, and 2.3 in 1877. 

The roads west of Pittsburgh laid somewhat fewer 
steel rails in 1880 than in 1879, but 12,325 tons of re- 
rolled iron was laid in 188l, while none was reported 
laid in 1879. The increase in the consumption of these 
materials, however, could have had but a compara- 
tively slight effect on expenses. 

Turning to the earnings, traffic, etc., of the lines east 
of Pittsburgh and Erie, which alone are treated with 
much fullness, we find that there was an increase of 
21.8 per cent. in passenger traffic and of 19.1 per cent. 
in passenger earnings; of 7.6 per cent. in freight traf- 
fic and 21.1 percent. in freight earnings. There was 


an increase of $667,712 in the interest and rentals 
vf the Pennsylvania lines; the earnings of 
the ‘leased New Jersey lines increased nearly 18 
per cent., but the increase in their expenses 


was 26.4 per cent., so that the increase in their net 
-arning’ss was less than $50,000, and the net loss on the 
lease was $1,035,309, which is $95,420 more than in 
1879. The very considerable gain in the net earnings 
of the Philadelphia & Erie (42.4 per cent.) all went to 
the lessor as rental. The cash receipts for interest on 
the company’s enormous investments in the securi- 
ties of other railroads, etc., were 2,903,670, 
which is $792,736, or 37.6 per cent., more than in 
1879. The total balance after paying all interest and 
rentals and other necessary charges (for some of which 
the company receives the securities of guaranteed 
lines) was $7,638,569, which is 11.9 per cent. on the 
capital stock. The dividend paid amounted to 7 per 
cent.. and a balance of $2.817.655 was carried to credit 
of profit and loss, besides nearly $800,000 realized 
from old accounts and the profit on sale of securi- 
ties. 
The 
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in declin- 
of net earn- 
justified the desirability of strength- 
the company that ‘ta proper re- 
serve shall be held to provide against 4 os ” 
periods of depression, so that a uniformity can 
maintained inits dividends.” This is certainly prudent 
policy in the case of a company like the Pennsylvania, 
which has to pay rentals, and sometimes guaranteed 
interest, for some thousands of miles of railroad which 
it does not own, and which in very bad times may 
result in a net loss instead of a profit to the lessee. 
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JANUARY EARNINGS. 


Our table contains statements of the January earn- 
ings of 47 railroads, having this year in the aggregate 
31,548 miles of road, which is 17.2 per cent. more than 
they worked in January of last year. These 47 roads 
earned this year $15,935,261, which is 9.1 per cent. 
more than they earned last year, and their average 
earnings per mile of road decreased from $548 to $505, 
Of the 47 roads, 13 have smaller total 
earnings this year, and 18 smaller earnings per mile 
of road. Three of the roads that have smaller total 
earnings have a greater mileage than last year, and 
some of the roads that have a very large increase in 
mileage have compuratively a very small increase in 
earnings. Still, in view of the very large earnings and 
the unobstructed traffic last year, this year’s gross earn- 
ings are, in the aggregate, very satisfactory. With 
net earnings this can hardly be said. The weather 
has greatly increased the expenses on many roads, 
an higher prices of labor and materials had already 
increased them considerably over last year. Probably 
a table of net earnings would be quite unsatisfactory 
to those who have calculated that henceforth railroad 
profits would grow larger year by year and month by 
month,® though except under extraordinary circum- 
stances they were larger than in any previous January 
for many years. except in 1880. There has been a very 
satisfactory a:tivity in traffic generally when not pre- 
vented by the weather, and in some important items 
of trafiic the movement has never been so great before. 
The shipments of grain and flour from the great 
Northwestern markets have been especially heavy, 
notwithstanding their lighter receipts, indicating that 
there is, this winter, much less disposition to hold till 
navigation opens than there was last year. This 


or 7 per cent. 


'tends to leave but a light’ stock in the Western eleva- 


tors when the lakes open, and perhaps this 
will tend to make the opening lake rates lower than 
usual. But it will be a good thing for the railroads to 


have secured this traffic in the winter, for in this way 
they have obtained remunerative rates on it, and even 
if they should get just as much freight after the navi- 
gation opens, they ‘certainly will not make so much 
on it. ; 

The roads which show a decrease in receipts last 
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January are all, with the exception of the Ogdens- 
burg & Lake Champlain, Western and Southern roads, 
the otlfer two furthest east having their eastern 
terminus in Cleveland. 

Of eight roads south of the Ohio and east of the Mis- 
sissippi, four have smaller earnings and five smaller 
earnings per mile, and the Southern roads west of the 
Mississippi show small increases in earnings except 
where they have increased mileage, like the Houston 
& Texas Central and the International & Great North- 
ern. The reduction in earnings of these roads cannot 
ibe charged to the weather, probably, though bad roads 
" the South may have an effect on traffic something 

like blocked railroads in the North. 

Seven railroads in the list with, this year, 4,831 miles, 
get a considerable portion of their earnings from 
through freight between the East and West. All these 
but one show a small increase in gross earnings, which 
in the aggregate amounts to a little less than 4 per 
cent., their increase in mileage (which, however, can 
have increased earnings only a trifle) being 315 per 
cent. The absence of the New York Central from the 
roads reporting greatly lessens the value of this com- 
parison of roads with trunk-line traftic. The rates on 
east-bound freight were lower this year, those on west- 
bourd the same. The greater activity of local traffic 
and of travel have probably had most to do with in- 
creasing receipts. The greater working expenses (aside | ( 
from the extraordinary ones caused by snow), have 
doubtless made the profits on the through roads smaller 
than last year. The oniy one that has reported ex- 
penses (the Pennsylvania, which has one-half more 
‘earnings than all the other six in our table) shows net 
earnings smaller by 11.7 per cent. 

Notwithstanding the average decrease, there are 
some roads that show a very large increase in earnings 
per mile. These, however, almost without exception, 
have completed roads since last year, which give them 
a through traffic, more or less important, which they 
were entirely without last year. Thus the Denver & 
Rio Grande, whose earnings per-mile have increased 
50 per cent., last year had no line to Leadville: the 
Lake Erie & Western, which was not opened through 
last year, gains $1 per cent. and still has light earnings; 
the Peoria, Decatur & Evansville, extended so as to have 
additional through connections, gained 87 per cent. in 
earnings per mile, leaving it, however, with very small 
ones, only four of the 47 roads having smaller ones 
this year, while last year it was quite at the foot of the 
list with $113 per mile. There are, however, some 
large increases not to be accounted for in this way, as 
4715 on the Cairo & St. Louis, 35 per cent. on the 
Chicago & Eastern Illinois, 33 on the Des Moines & 
Fort Dodge, and 2113 on the Flint & Pere Marquette. 

The vast Wabash property is now not so much dif- 
ferent from whatit was last year but that comparisons 
may be made with advantage. With 7.7 per cent. 
more road it earned 12.6 per cent. less muney, and its 
earnings per mile were 18.9 per cent. less. This road 
has a very varied traffic, a large portion of it being 
properly Western, and affected by the causes that af- 
fect the roads west of Chicago and St. Louis, and 
another large portion being through, and affected by 
such causes as affect the Lake Shore, the Cleveland, 
Columbus, Cincinnati & Indianapolis, the Ohio & Mis- 
sissippi and the Eastern trunk lines, Its earnings were 
reduced last January by the effects of the passenger 
war on travel between Chicago and St. Louis, Chicago 
and Kansas City and between Toledo and Western 
cities. Last year in January, however, it had no line 
from Chicago to St. Louis and Kansas City, and its 
line from St. Louis to Council Bluffs had been so re- 
cently opened that it probably had but begun to de- 
" velop its traffic. 

Several roads whose reports we have been accustomed 
to see do not appear in this month's report, notably 
the New York Central, the Reading, the Missouri, 
Kansas & Texas, the Denver, South Park & Pacific, 
the Atchison, Topeka & Santa Fe, the Cincinnati, Ham- 
ilton & Dayton, the Eastern, the Georgia, 
and the Scioto Valley. It is generally the case 
that the number of roads reporting increases 
when earnings increase and decreases when 
earnings fall off. In many cases other causes deter- 
mine—frequently caprice—whether earnings shall be 
reported or not; but when the number of those which 
cease to report is large, we may fairly conclude that 
most of them do not make as good a showing as for- 
merly. The stockholders themselves, who formerly 
welcomed the reports, exercise a pressure on the man- 
agement to prevent the publication of the earnings, 
lest it may injure the market value of their property. 
Against the 47 roads reporting for January, we had 52 
for December, and 57 for November. January earn- 
ings were reported by only 31 railroads in 1879 (when 
traffic was heavy, but not always profitable), and by 42 
in 1880, when gains were large and general, and then, 
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through 1880, as increases became more sili the 
number of roads reporting increased. In 1875, when 
business was prostrate, only 15 roads reported. 

Below we give our usual tabie showing gross earn- 
ings in January per mile of road for the eight years 
since 1873 of all the roads whose reports we have been 
able to obtain. 


January Earnings per mile of road for Hight Years. 
1874. 1875. 1876. 1877. 1878. 1879. 1880. 1881. 


Bur., C. R. & Nor $287 $277 $246 $314 $390 $270 $374 $297 
Cairo& St. Louis 194 186 147 127 78 #4117 «+4156 220 
Cen. Pacific. .... 632 692 700 676 522 502 S11 581 

‘hic. & Alton.. 530 492 470 519 444 507 G24 581 
Chic. & East. Ill. 341 coe «(tees «410 « ©4930 COs 008—s«GZ 
Chie , Mil..& St. 

A era 468 333 377 #266 500 342 #35C) 6272 
e ‘hic. &N.W... .... 445 440 396 519 468 504 441 

a. ae Ind. 968 708 758 589 853 609 799 767 
Cleve -» Mt. V. 

_ RA . 185 168 186 181 218 251 
Den. & R.G 281 4161 4197 .... 371 558 
E. ees Va. & 

Gickibonihs as Sock are 296 411 402 
Flint &P.M.... 270 baie ‘ 276 373 «453 
Grand Trunk.... .... ... O86 614 496 57: 581 
Great Western... ... .... 5O841,116 582 668 683 
Hann. & St. Jo. 349 319 483 390 485 469 603 524 
H. & Tex. Cen.. 832 “or «ene Ce 2 os a 
Til. Cen., in Il, 673 G86 604 521 507 557 535 520 
Ill. Cen., inIowa 272 266 317 232 34L 260 316 305 
Ind.,. Bloom. & 

,__ et 441 339 388 265 351 «8301 «3876 «6422 
Int. & Gt. Nor... 343 268 306 251 261 314 303 305 
Louisv. & Nash. 620 485 495 461 511 463 609 440 
Mem. & Charles ....  .... _ 340 419 .... 443 383 
Mem.,Pad.& N. .... .... 197 131 144 134 168 164 
Mobile & Vhio... 569 373 441 441 516 384 464 4524 
Nash., C. & St. 

re re eae ry 436 509 432 510 451 453 «381 
Northern Cen SA 1,040 864 911 900 785 813 1,026 1,185 
a “4 a 
kcaeienkesnis ia kia —" 246 «184 248 (204 
pao & Eliz, . ‘ ---. 150 138 199 256 
Penna.... . "1,795 1,427 1,501 1,410 1.342 1,424 1,649 1,677 
Sst. L., ry &T. HH, 

Belleville Line. 544 806 549 72 564 682 792 953 
St. L., Iron Mt. 

ie Peisiwaecce, es 375 «3366 489) «(551 549) «468 B12 OSI7 
St. L.. & San 

PER asie. 4 519 316 296 241 387 339 


The January earnings per mile of 16 railroads out 
of 32 were larger in 1881 than in 1880: of 24 out of 30 
larger than in 1879; of 17 out of 30 larger than in 1878; 
of 22 out of 28 larger than in 1877; of 14 out of 2% 
larger than in 1876; of 13 out of 19 larger than in 1879; | + 
and of only 9 out of 21 larger than in 1874—the first 
January after the panic. It should be remembered, 
however, that the winter after the panic was for many 
railroads the best for earnings that they had ever had. 
There was an extraordinary crop and an unusual de- 
mand for it, which made the winter movement, at 
rates which would now be considered very high, 
much greater than had ever before been known. 
Among important roads, whose change in mileage has 
not been great, that had larger earnings then 
than they have ever had since are the Cleveland, Col- 
umbus, Cincinnati & Indianapolis, the Houston & 
Texas Central, the Indiana, Blcomington & Western, 
the International & Great Northern, the Mobile & 
Ohio, and the Pennsylvania. The currency earnings 
then, however, were equivalent to but nine-tenths of 
the sums in the present currency, and the working 
expenses were generally a much larger proportion of 
the earnings, so that profits in every case, probably, 
were larger this year. 

The effect of higher prices will not be felt on railroad 
expenses much longer. Most roads advanced wages on 
the Ist of March last year, and most others within a 
month of that time. Prices of iron and steel were 
much higher at this time last year than now, but most 
roads in operation were then consuming for mainten- 
ance supplies bought the previous fall, at prices prob- 
ably lower, rather than higher, than those now ruling. 
On the average prices of materials and labor will not 
show such a change after February that any consider- 
able changes in expenses may be » attetoabed to them. 


JUMPING FROM THE TRAIN. 


The courts are not agreed to enforce an absolute rule 
of law that for a passenger to attempt to climb upon a 
car after the train has started, or to jump from it be- 
fore it has stopped, is such negligence on his part as 
deprives him. under all circumstances, of any claim 
against the company fora personal injury sustained. 
The drift of the decisions, however, clearly sustains 
the view that this conduct is presumably negligent. 
Ordinarily, the passenger must find his way to the 
cars before the start; and must wait, for leaving 
them, until the train has come to a stop. Special cir- 
cumstances must exist to excuse him in a departure 
from this general rule. A passenger does not always 
act at his own risk in leaping upon or from a moving 
train; but he must be prepared to show unusual facts 
in order to cast the risk upon the company. This arti- 
cle will take the general rule for granted, and will nar- 
rate some of the more salient decisions in which the 
effect of special circumstances has been discussed. 

The simplest cases are those in which the train does 
not stop as appointed, and the passenger claims that 
he was induced to jump by this breach of the com- 
pany’s obligation. A company owes a duty to passen- 
gers on its trains to make stops at the places for which 
they, respectively, hold tickets. Should no attempt or 
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[ Ree oars be made for stopping—should the train, 
disregarding the appointed place, continue at full 
speed, no passenger would attempt to jump off, and, if 
one did, no court would hold that he was justified m 
so doing, by the fact that the company had engaged to 
let him leave the train at that place. But it has not: 
unfrequently happened that a train has been slowed 
on approaching a designated station, and a passenger 
has been led to believe that it was intended he should 
jump, and that he must do so or he will be carried on- 
ward, Under such circumstances there is some ground 
to argue in his behalf that the company, being under 
obligation to stop the train for him, and having 
failed to do so, must bear the risk of any well 
meant and not especially foolhardy attempt on 
his part to leave the train, although it is moving. 
Each case must be judged on its own circumstances; 
it for the jury to say whether the passen- 
ger was in fault in making the attempt he did. But 
the course of decision in the courts is that the passenger 
must not take any serious risk of this kind. If one 
buying a ticket from station A to station B finds that 
he is about to be cariied beyond it, his remedy, in a 
legal view, is tosubmit to be carried, even to station C 
if necessary; and he is then entitled to recover com- 
pensation for his loss of time and for the cost and in- 
convenience of traveling back. But he is not entitled, 
unless the circumstances are such as to indicate that 
no risk whatever is involved, to leap from the train 
while in motion, and charge the company with the 
consequences of his fall. 
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Cases in which a person jumps from a train under a 

well grounded fear that it is on the point of a collision 
with another are decided on different principles: there 
the passenger makes the best choice he can, in the 
emergency, ‘of the least of two dangers. But the 
simple fact that the passenger sees he is being carried 
past his rightful stopping place does not warrant his 
taking any personal risk in leaping. There seems no 
ground to doubt that the same principles apply toa 
case in which a person holding a ticket desires to take 
the train at any appointed stopping place; if it does not 
stop his legal right is to claim damages for his delay, 
not to run a risk in climbing aboard while it is in 
motion. The actual cases which have been presented 
to the courts have, however, generally been those of 
persons in the cars wishing to alight. 

In a case in the latest published volume of Missouri 
reports the passenger was somewhat intoxicated. He 
alighted from the train while it was moving slowly 
past his designated station and was killed; probably 
by a train coming in the opposite direction, There 
was much dispute as to the precise circumstances— 
whether the train did not stop a few moments; 
whether the conductor did not direct the passenger to 
jump, etc.; but, aside from these details, the Court said 
that whether a passenger's attempt to leave a moving 
train is negligence such as discharges the company 
from all liability for such injury as he may sustain is, 
at least when the car is opposite the platform and is 
moving very slowly, a question for the jury to decide, 
in view of the circumstances. He will not be barred 
from a recovery if the course he took was such as 
really prudent men would usually take. But one who 
leaves a moving train under indications rendering his 
act imprudent, must bear the consequences, 
He can not charge them upon the company merely 
because it was in fault in carrying him past the 
place where it had agreed to leave him. Similarly in 
a Massachusetts decision rendered last fall, a passenger, 
not said to have been intoxicated, assumed to step 
from the train while it was slowly moving past the 
station where he intended to stop, and was struck by a 
train passing on the other track and killed. The decis- 
ion was that he ceased to be a passenger by thus leav- 
ing the train, and was no longer entitled to claim pro- 
tection as one. The Court said: It is true as a general 
rule that the right of a passenger to have his safety 
cared for by the company continues until he has had 
an opportunity by safe and convenient means to leave 
the train and roadway of the company, at the station 
to which he has tought a ticket. But this rule relates 
to passengers leaving the train while it is at a stand- 
still. The corporation is not under obligations to make 
it safe for passengers to leave a train while it is in mo- 
tion; and one who does so assumes all risk of 
injury. By leaving the moving train the plaintiff 
ceased to be a passenger; whether he did so while it 
was moving slowly near the station, or while it was 
moving rapidly between stations. 

In a case decided in one of the subordinate courts of 
Pennsylvania during January, 1881, the facts were as 
follows: In the outskirts of Philadelphia the Frank- 
ford & Southwark Railway Company is accustomed to 
runa dummy engine and two ordinary street cars 
along one of the city streets; and the engineer is accus- 
tomed apparently to stop for passengers on their sig- 
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nal. The plaintiff, who was a young lad, signaled to 
the engineer to stop for him; and when the cars did 
not stop, he ran toward them; and, in attempting to 
get on the platform, his foot slipped and he fell under 
the wheel, by which his leg was so crushed that ampu- 
tation was necessary. The jury found a verdict in his 
‘favor; but the Court decided that the company was 
not liable, saying that the important question was 
what duty was owing by the company to the would- 
be passenger. The train was bound to stop on his sig- 
nal, and on failute to do so the company would be 
liable for damages resulting therefrom. But it would 
be irrational to say that a failure on the part of those in 
charge of the train to stop would justify any one old 
enough to travel alone in attempting to get on a mov- 
ing train. The company’s duty to the boy did not ex- 
tend to his personal safety when not on the train as a 
passenger, nor to his safety getting on, unless the train 
had stopped. There was a decision to the same genera! 
effect by the New York Court of Appeals nine or ten 
years ago. 


The question is often complicated by the circum- 
stance that the conductor or a {brakeman advises the 
passenger to jump. Now the courts are not agreed 
that either of the train hands is authorized, as agent 
of the company, to bind it by giving such a direction 
to a passenger, when the circumstances are such as 
to indicate to a prudent man that the leap is hazardous. 
But where the appearances are doubtful, and the pas- 
senger is unconversant with such matters, the fact of 
counsel given by any one in authority is nearly con- 
trolling to warrant a jury in saying that the jump was 
not an imprudent act—that is to say, was not ap- 
parently imprudent ; and it is all that can be expected 
of a passenger carried past his rightful stopping place 
that he will avoid any apparent danger. In a Georgia 
case, decided nine or ten years ago, the train was 
slackened only, not stopped, and the passenger, being 
a heavy man, was afraid to get off. He expostulated 
with the conductor for not stopping, and the con- 
ductor angrily blamed him for not getting off. Then 
he did get off, while the train was running slowly, 
and injured his ankle. The jury {found that he was 
not negligent under the circumstances, and the judges 
approved their verdict. 


They said : 

‘* Who that bas seen much railroad traveling can fail to 
see in his mind the picture of this scene? Tbe conductor in 
a pet, his train bound to take up its speed at an unusual 
point; the passenger conscious that he is giving unusuai 
trouble; the train slacks its speed ; he stands ready, the con- 
ductor ready also, to give the word—‘tnow jump.” None 
but a timid man would fai!, and jump he did. We are clear 
this was not complying with the contract. Nor cau this road 
defend itself on t the idea that it acted so badly, that with or- 
dinary prudence the man ought to have seen it was danger- 
ous to jump. The railroad was bound to put him off : to 
stop its train for that purpose. This it failed to do, and it 
was not want of ordinary care in the passenger to use the 
only means to get off the course of the defendant permitted.” 

The claim seems even somewhat stronger in the 
case, which often happens, where the name of the sta- 
tion is called and the train actually halts, but does not 
stop long enough, and the passenger—perhaps from in- 
attention, perhaps from inexperience, perhaps from 
being infirm, or overloated with baggage—is delayed 
in reaching the steps, and must either alight after the 
train has started, or not at all. Here, again, each case 

must be judged on its own circumstances. The legal 
principles are that the company is bound to bring the 
train to a standstill at stations to which passengers 
are ticketed, and to provide safe means and allow rea- 
sonable time for their dismounting, 2nd that the pas- 
senger is not entitled to make good a deficiency in 
these arrangements by leaping when it is reckless to 
do so. In a Massachusetts case, a woman nearly 
seventy, but remarkably active and vigorous, came to 
the platform as quickly as she could, after the station 
was called, but the train had already started onward, 
and she was badly hurtin stepping from it on the 
platform. The Court said she was clearly negligent, 
and could not recover. In a Missouri case, a lady 
passenger was accompanied by a little child ; the stop 
was barely long enough for the child to alight, 
and it did so, but the lady, in following, after the 
train had started, was thrown down and hurt. The 
jury found that she was not negligent, and the Court 
approved, saying that she could not be expected. while 
standjng on the steps of the car, after her child of 
three years old had been lifted out, to deliberate upon 
the propriety of following. 

In a couple of instances, the person injured has been, 
not atraveler, but a person accompanying a lady, child 
or invalid to assist them to find a seat in the train, who 
has been hurt in leaving the cars, for want of time to 
get out before the starting. The tendency of opinion 
in cases of this classis, that the company owes, to such 
an escort, the same duty of caring for his safety that 

is due to a passenger; and is bound to give him rea- 
sonable time for leaving; but that his remedy for his 





failure to do so is an action for damages, not a danger- 
gerous leap from the moving train and a suit for in- 
jury sustained. 


“ The Engineer.” 


It will be a matter of surprise to many of our 
readers to learn that this heretofore solemn 
journal, published on the other side of the Atlantic, has 
ately set up as a comic paper. In evidence thereof we give 
the following paragraphs, all from its columns : 

‘ An electric head-ligkt for locomotives will soon be tried 
on the Cleveland & Pittsburgh Railroad. The power will be 
furnished by a small engine placed behind the smoke-stack 
and furnished with steam from the main boiler. It seems to 
us that electric head-lights are always going to be tried. It 
is about time that American locomotive superintendents— 
we beg pardon, master-mechanics—began. The electric 
head-light is just the thing for unfenced railway. If prop- 
erly managed, it would awaken sleeping cows ; and if ap- 
plied to some of the fast-time trains, of which we have beard 
so much, electric head-lights would. produce streaks of light 
across the country which might be readily mistaken for 
dawn, and so wake up all creation.’ 

This is very funry, but the following is still more so : 

‘This continent,’ says the American Manufacturer, 
‘seems destined to be the highway of the nations of the 
world, between the Atlantic and Pacific oceans. The 
Union and Central Pacific is completed ; the Atchison, To- 
peka & Santa Fe will in a few weeks connect with the 
Southern Pacific, of California ; the completion of the North 
Pacific, the Texas Pacific, and the Mexican National roads is 
secured ; the Canada Pacific is pushed with such backing 
that its completion may be looked upon as assured within 
ten years ; while two schemes for ship canals and one for a 
ship railroad are in such shape that the completion of two of 
the three may be counted among the great engineering 
works to be completed in. this generation.’ If a continent 
like America will get in the way what can it expect? Peo- 
ple must cross it somehow, especially English poem. who, 
when they take a fancy to go anywhere, generally go in 
spite of obstacl<s.” 

If history is correct, some ‘‘ English people ” tried to cross 
apart of this continent about a century ago with only 
limited success. Since then things have changed, and now 
itis proposed to erect a colossal cast-iron statue at the 
entrance to New York harbor, representing Brother Jona- 
than pointing British emigrants toward prosperity and the 
setting sun. That the execution of such a work of art is 
possible in this country is indicated by the following para- 
graph, also from The Engineer : 

“The American Manufacturer is lost in admiration of a 
casting shown at the Brussels National Exhibiton by the 
Seraing works. It consists of what is practicaliy the whole 
cast-iron work of a marine engine, with a pair of cylinders 
about 20 in. diameter by 20 in. stroke, cast in one piece— 
bed-plate, condenser, air, and feed, and bilge pumps, stand- 
ards, cylinders and exhaust pipe. Our contemporary for- 
gets that Messrs. Winans, many years since, are reported to 
have done much more. They took contracts from the Rus- 
sian government for locomotives. These engines were paid 
for by the pound, and, weight being no objection, are said 
to have been cast whole, and to have been such triumphs of 
the founder’s art, that when lifted out of the mould, fettled 
up a bit, and lubricated, steam could be got up in them and 
the engine put to work at once. The United States need 
fear no rivalry while her sons can accomplish such feats as 
that.” 


Of our patent-oftice The Enyineer makes the following as- 
tounding statement: 

‘* For important inventions, involving new principles, we 
may search almost in vain in the United States Patent- 


Office. There are, of course, a very few exceptions to this 
rule.” 

Let all good Americans be thankful for the excep- 
tions. 


In an article criticising Mr. Wootten’s passenger locomo- 
tive, of which we gave engravings a few weeks ago, some of 
which The Engineer copied (and did not give credit for), that 
paper, in its issue of Feb. 11th, says : 

‘*Until American engineers give up anthracite they will 

never attain perfection in fast locomotives. There seems to 
be an insuperable difficulty in burning it quickly enough. 
The consumption of coalin English engines is at the rate of 
90 lbs. or 100 Ibs. per square foct uf grate per hour with fast 
trains. * * * Mr. Wootten’s engine seems to be unable 
to burn more than haif this quantity of anthracite in the 
time. Hence the colossal fire-box, which spoils the whole 
engine. * * When American engineers establish ser- 
vices of really fast trains on all their principal lines, they 
will find it pay to give up anthracite in favor of coal. * * 
American railway menif they; want to run fast must not 
be toa proud to take a lesson from those who have been run- 
ning fast all their lives; and English engineers will tell them, 
to a man, that unless anthracite can be burned in some box 
of less dimensions than that used by Mr. Wootten, it had 
better not be burned at all in a fast locomotive.” 


Certainly the advice The Engineer gives us must be face- 
tious. Mr. Wootten’s engines, it should be remembered, 
were designed for and are used on the Philadelphia & Read- 
ing Railroad, the owners of which are not only engaged 
very largely in carrying, but in mining, anthracite coal. 
Not a pound of bituminous coal can be mined along its line. 
Anthracite is, therefore, very cheap for it and bituminous 
coal dear. Now, in the face of these facts, The Engineer 
advises Mr. Wvotten not to build engines to suit the fuel 
which is cheapest, but to imitate the practice of English 
engineers and get fuel in this country to suit the style of 
engines used in theirs. We have too much respect 
for the opinion of English engineers to _ believe 
that ‘to a man,” or that one in a hundred of 
them would give any advice so absurd as this. The fact is 
that anthracite coal burns very slowly, and a large fire-box 
is neeied for that reason, and in view of this circumstance 
Mr. Wootten designed his engines to suit the coal, rather 
than get coal to suit the engines. It will be seen from this 
that even in its professional advice The Engineer has become 
comic as well as in its animadversion on America and tLings 
which are American. 

In the same number that contains the “ bouffe” advice 





‘ about locomotives there isan article showing that in Russia 
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American plows have been a dead failure. As we know 
nothing at all about the trial which it reports with so much 
glee, it is impossible to admit or deny its statements. It 
must be said, though, that for a nation that does not know 
how to make plows, the United States does manage to grow 
a somewhat unusual quantity of wheat, corn, etc. 
Considering the fact of the immense superiority of Eng- 
lishmen in the matter of crossing continents, as inventors, 
as locomotive-builders and as plow-makers, this country 
now offers great attractions. Millions of acres await the 
occupation of the settler, uncounted sums are ready to be 
poured out for the development of useful inventions, our 
locomotive shops are filled to running over with orders, so 
much so that the buyer, and not the seller, has become the 
party who solicits business, our plow factories are unable 
to supply the home demand, and are, therefore, giving little 
attention to the Russian market. For these reasons, then, 
the United States is a veritable promised land for those Eng- 
lish engineers, inventors and mechanics, who, The Engineer 
tells us, are so much superior to ourown. In the name of 
Brother Jonathan and the American eagle, we invite such. 
A hospitable welcome and all the privileges of citizenship 
await them, excepting that of becoming President: we must 
draw the line somewhere. But some things they would bet- 
ter leave behind. If they cherish any prejudices as one-sided 
or as unfair as those which The Engineer exhibits, then they 
will do best not to bring them over. There is no telling what 
such sentiments might lead them to do if onc2 removed from 
te restraining influence of home and friends. The Engineer 
for along time has been engaged in purloining paragraphs 
and engravings without giving credit, which shows how per- 
sons and papers deteriorate when they fail tu preserve the 
aroma of justice and righteousness. 


Record of New Railroad Construction. 





This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows : 

Little Rock, Mississippi River & Texas.—The Little Rock 
Division is completed by laying track from Bayou Fourche, 
Ark., southeast 15 miles. 

East Texas.—Extended from Pine Island Bayou, Tex, 
north to Concord, 4 miles. 

Gulf, Santa Fe.—Extended from Leon 
River, north by west to Belton, 7 miles. 

This is a total of 26 miles of new railrcad, making 199 
miles reported thus far this year, against 497 miles reported 
at the same time in 1880, and 97 miles in 1879 


Colorado & 
Tes., 


PENNSYLVANIA RAILROAD EARNINGS were smaller last 
January than in any month of 1880 except January and 
February, but were larger than in any previous January— 
ouly 3.4 percent. more than in 1880, but 25.4 per cent. 
more than in 1879, and 33 per cent. more than in 1878 and 
1877. Considering the lower rates on through freight east, 
the obstacles that the severe weather has caused and the very 
heavy traffic last year, the earnings this year should be re- 
garded us satisfactory. The increase in expenses is less than 
has been reported in several previous months, and is not 
more than would be expected in strictly working and main- 
tenance expenditures, these being swelled not only by the 
higher prices but by the stormy winter. The decrease in net 
earnings is 11.7 per cent., and this was probably equalled 
on many andexceeded on some important roads last Janu- 
ary, especially where the traffic has been greatly interrupted 
by snow. 

The mileage worked, gross earnings, working expenses 
and net earnings in January for nine years have been : 





Gross Net 

Year. Miles. Earnings. Expenses. Earnings. 
” , b $2,194,652 $559,632 
1,736,489 1,119,676 

1,630,767 659,572 

1,681,760 765,925 

1,656,014 727,552 

1,518,098 878,199 

1,523,893 1,019,431 

1,717,453 1,366,098 

1,982,554 1,206,661 





The winter expenditures are likely to be greatly affected 
by the weather in transportation expenses; but in main- 
tenance—at least in maintenance of road—there is fess room 
for fluctuations, because then few rails and ties can be laid, 
though the amount of labor required to keep the track clear 
varies greatly. The enormous expenses of January, 1873 
(80 per cent. of the earnings, leaving net earnings only half 
as great asin the next January), must have been largely 
caused by the terrible winter weather that month, when all 
over the North, most tracks being of iron then, breakages 
of rails were an every day occurrence. Generally wesee that 
there was a nearly continuous decrease in expenses from 
1873 to 1878, and a quite rapid increase since. The fluctu- 
ations in expenses (which, it must be remembered are, much 
greater when taken by months than when taken by years) 
joined with the fluctuations in receipts have caused very 
great fluctuations in net earnings. Thus they were 144 per 
cent. more in 1880 than in 1873, and as we have already 
said, twice as great in 1874 as in 1873. Though there is a 
considerable decrease this year when compared with last, 
still with that exception last January’s net earnings were 
larger than ever before. 





A New RovteE To VERA Cruz has been established, by 
which the voyage is reduced to a passage across the Gulf at 
Morgan City (81 miles west of New Orleans), which is much 
shorter than the voyage from New Orleans, as the mouth of 
the Mississippi is nearly east of New Orleans, and from the 
mouth west as far as Morgan City is about 150 miles. The 
distance from Morgan City to Vera Cruzis about 800 miles— 
the same as from New York to Savannah, and the adver- 





tised time from New Orleans to Vera Cruz is three days. 
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The vessels are put on by the Morgan Company, which owns 
the railroad, and has so long carried the larger part of the 
Texas traffic to and from New Orleans. Itis probably due 
to the increased communication between this country and 
Mexico, largely in consequence of the construction 
of new railruads in the latter. At present there are 
but two steamers monthly, sailing from Mor- 
gan City on the Ist and 16th. By this route 
the distance from New Orleans to the city of Mexico is 1,150 
miles—about as far as from Boston toSt. Louis. The dis- 
tance from New York to New Orleans by rail is about 1,400 
miles, so the whole distance from New York to the city of 
Mexico by this route is 2,550 miles. Moreover, this is as 
nearly an air line as is usually attained anywhere. An all- 
rail line would have to be diverted some 350 miles north- 
west of an air line, in order to avoid the gulf. The rail dis- 
tance by the combined Iron Mountain and International 
roads is 927 miles for the completed part from St. Louis to 
San Antonio, whence in anair line to the Mexican border is 250 
miles, and thence to the city of Mexico in an air Sline 550 
miles. This makes a distance of 1,727 miles (which will 
probably be lengthened to nearly 1,800 by diversions from 
an air line) from St. Louis to the city of Mexico, the distance 
via New Orleans and Morgan City being 1,850 miles. From 
New York the rail distance by way of St. Louis would be about 
2,850 miles, but by way of Cairo the distance would be 
somewhatless. This is about 500 miles less than the distance 
from New York to San Francisco, and about 300 more than 
the distance by way of New Orleans and the Gulf. It will 
be impossible by any new railroads to lessen materially the 
distance by the present route to Mexico from New York, 
and very little from any part of the country as far east as 
the Mississippi, but of course a through railroad would 
shorten the time of the journey considerably. 
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Locomotive Building in Paterson. 

The Paterson (N. J.) Press, in closing a series of interesting 
historical articles on the locomotive shops of that city, gives 
the following general statements : 

The following figures represent the total yearly production 
of all the works, including the establishment of William 


Swinburne—which contributed its quota from 1852 to 1857 
—from 1837 to 1880, inclusive. From these will be seen, as 


by noting the rise,and fall of the sensitive mercury, the tem- 
perature is indicated, the various fluctuations in the business 
of the country, and the.successive periods of prosperity and 
depression can be readily marked : 








To assist in a clear understanding of the status of this in- 
dustry, which, from its peculiar character, is dependent, par 
excellence, upon the general prosperity of the country for its 
own prosperity, and is, in co uence, an excellent 
barometer, we furnish the following exhibit of the condition 
of business in 1873, 1877 and 1880 respectively, the former 
having been the best year ever known in the industry in 
Paterson, the second the most depressing, the latter the 
latest whose production has been recorded: 


No. of En- No. men Total amount of — of 


Year. gines built. — ~~ uct. 
1873. .... 403 3,172 $1,850,077.18 $6,976,750 
ULL 48 325 165,137.91 707,750 
1880.. .... 247 2,387 976,505 .00 2,417,000 


In the above the product of the Danforth Works is re- 
garded as one-fourth machinery and three-fourths locomo- 
tive engines, as before noted—this is the estimate by the 
company’s officers—and only the locomotive product enters 
into the account. 

TCTALS. 

Below will be found interesting figures which show at a 
glance the total number of engines built in Paterson, at the 
then existing works and at the one now extinct, Mr. Swin- 
burne’s ; also the total estimated value, the estimate being 
based on figures furnished at the different works, showing the 
prices of engines at different dates ; also the area occupied, 
capital invested, etc. : 

Total number of engines built from 1837 to 1880, 





SS SR re ee, BEET Cerro wee rey ae 5,414 
Total value of locomotive product, estimated........ $81,210,000 
Total number of buildjngs now occupied........ were 72 
Total area of flooring z Space occupied, in sq. feet...... 615,000 
Total capital inves’ 


in locomotive construction, 

GEE 5 0c feck ooectbus bs8 FECA eECUad obese oeeR axe .-- $2,000,000 
It is probable that in 1881 more locomotives will be 

turned out than in 1873, as there is demand for all that can 

be made, and all the shops have better facilities now. 


@eneral RMailroad MWews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 

Meetings will be held as follows : 

Midland, g New J , annual meeting, at the Hotel 
Windsor in Jersey City, N. J., March 31, at noon. Nostock 
transfe after March 10 can be voted on. 

ove me & Reading, ial meeting in the a 
Paikiing, Tenth and Chestnut streets, Philadelphia, Marc! 

at noon. 











Dividends. 
Dividends has been declared as follows : 


Boston & Albany, 2 per cent., quarterly, payable 


March 81. 
Chi & Northwestern, 13{ per cent., quarterly, on the | The onl 
veago vabl n, +B. »q y> 


preferred stock, 


» | Barnum, Lime Rock, 





: ‘Fast Freight Line Meeting. 

A tch from Buffalo, March 2, says: ** A special meet- 
ing of the general — agents and menagers of the fast 
freight lines was held here to-day, at which arrangements 
were made for meetings for the ensuing year as follows: 
March, Cincinnati; April, New York City; May, St. Louis; 
June, Buffalo; July, Boston; August, Niagara Falls; Sep- 
tember, New York vg 6 October. Chicago; November, In- 
dianapolis; December, New York City.” 








ELECTIONS AND APPOINTMENTS. 


Alabama Railroad Commission.—Mr. W. L. Brigg has 
been cepainted President of the Railroad Commission estab- 
lished by the law just ppanmed by the Alabama Legislature. 
Messrs. Joseph rook and Charles P. Ball have 
been nominated and con ed as the other mem- 
bersof the Board. Col. Ball was formerly General 
Manager of the Western Railroad, and afterwards 
for several years General Superintendent of the Alabama & 
Chattanooga road, now the Alabama Great Southern. 


Atlantic & Pacific.—Mr. John W. Mass has been ap- 
pointed General Freight and Passenger Agent, with office at 
Albuquerque, N. M. He was formerly General Ticket 
Agent of the St. Louis & Southeastern. 


Boston & Albany.—The board has re-elected William Bliss 
President and J. A. Rumrill Clerk. 


Brattleboro & White Hall.—At the anrual meeting in 
Brattleboro, Vt., the following directors were chosen: F. 
Goodhue, J. W. Melendy, J. ta Phelps, O. L. Sherman, A. 
Stoddard, C. F. Thompson, E. L. Waterman. The 
elected C. F. Thompson President; John A. Butler, Secre- 
tary and Treasurer. 

Burlington, Cedar Rapids & Northern.—At the annual 
meeting held Feb. 22, the following directors were chosen : 
J. W. Blythe, Lyman Cook, D. C. Peasely, C. P. Squires, 
Joshua Tracy, Burlington, Ia.; C. D. Close, Iowa City, Ia.; 
J. N. Dewey, Des Moines, Ia.; W. M. Carscaden, Muscatine, 





Ia.; E. 8. Bailey, Clinton, [a.; Wm. Griggs, Davenport, Ia. ; 
C. Lynde, Rock Island, Ill.; John I. Blair, Blairstown, N. 


J.; Charles Bard, Norwich, Conn. 


Camden & Atlantic.—At the annual meeting in Camden, 
N. J., Feb. 24, the following directors were chosen: Charles 
D. Freeman, John Lucas, James B. Dayton, Enoch A. 
Doughty, Thomas H. Dudley, Samuel C. Cooper, George T. 
DaCosta, Joshua R. Jones, William C. Houston, George W. 
Steever, Edmund E. Read, John Pearce, John B. Hay. 


Canada ¢& Atlantic.—At a meeting of the board in Ot- 
tawa, Feb. 26, Mr. E. McGillivray was chosen President, in 
place of D. A. McDonald, resi . The board also elected 
Allan McNab First Vice-President, and M. Perley Second 
Vice-President. 


Canada Southern.—It is_ stated that the position of 
Manager has been offered to Mr. M. D.SWoodford, formerly 
Superintendent of the Toledo Division, but for some time 
past General Manager of the Ft. Wayne & Jackson road. 


Denver & Rio Grande.—Mr. G. W. Vaughn has been ap- 
pointed Superintendent of the Gunnison Extension, and 
will have charge of the completion of that line. Mr. George 
W. Cook, late General Agent at Leadville, succeeds Mr. 
Vaughn as Superintendent of the Kokomo Extension. 


Housatonic. —At the annual meeting in Bridgeport, Conn., 
Feb. 25, the following directors were chosen: Wm. H. 
Conn.; George W. Peet, Falls Village, 
Conn.; A. B. Mygatt, New Milford, Conn.; Wm. D. Bishop, 
Horace Nichols, Brid Pee Conn.; David 8S. Draper, Sam- 
uel Willetts, Edwar avitt, John B. Peck, New York. 
The board re-elected Wm. H. Barnum, President; David 8. 
Draper, Vice-President; C. K. Averill, Secretary and Treas- 
urer. 

Indianapolis & St. Louis.—At the annual meeting re- 
cently the following directors were chosen: J. H. Devereux, 
S. Burke. Cleveland, O.; J. N. McCullough, Thomas D. 
Messler, Pittsburgh, Pa.; George B. Roberts, Philadelphia; 
Hugh J. Jewett, New York. The board re-elected 4. H 
Devereux, President; Edward King, Secretary and Treas- 
urer; Russel] Elliott, Auditor. 


Lawrence.—At the annual meeting in Pittsburgh, Feb. 25, 
the following directors were chosen: A. L. Crawtord, R. W. 
Cunningham, James B. Jackson, J. D. Layng, George W. 
Cass, J. N. McCullough, Thomas PD. Messler. The road is 
leased to the Pennsylvania Company. 


Lehigh & Wilkesbarre Coal Co.—At the annual meeting in 
Philadelphia, Feb. 24, the following choice of officers was 
made: President, F. S. Lathrop; directors, F. A. Potts, G. 
G. Haven, Charles Parrish, J. N. A. Griswold, John Kean, 
J.S. Barnes. 


Louisville & Nashville.—At a meeting of the board held 
Feb. 26, Mr. C. C. Baldwin, late Vice-President, was chosen 
President in place of E. H. Green, resigned. Mr. George A. 
Washington, of Nashville, Tenn., was chosen Second Vice- 
President. 

The following appointments took effect March 1: Mr. Geo. 
Nason, Superintendent of the Pensacola Railroad, the Pen- 
sacola & Selma (Extension), and the Pensacola Steamship 
Company, with headquarters at Pensacola, vice W. D. Chip- 
ley, transferred. 

Mr. W. D. Chipley, Superintendent of the Mobile & Mont- 

mery Railway, the Se Division Western Railroad of 

labama, and tbe Pensacola & Selma (Pine Apple Division), 
with headquarters at Montgomery, vice Mr. B. Dunham, re- 


signed. 

Mr. E. Marsh, Acting Superintendent South & North Ala- 
bama Railroad, with headquarters at Birmingham, Ala., 
vice B. Dunham, resigned. 


Massachusetts Railroad Commission.—Mr. Clemens Het - 
schel, of Holyoke, has been appointed Railroad Commis- 
sioner, in place of A. D. Briggs, deceased. The law required 
the of an engineer, and Mr. Herschel has 
aiready a considerable reputation. He graduated from the 
Lawrence Scientific school of Harvard College, and after- 
wards studied for several rears in France and Germany. As 
an engi 1eer his attention been chiefly d2voted to bridge 
and hydraulic work, and he isnow Chief Engineer of the Hol- 
yoke Water Power Company. Mr. Herschel is a descend- 
ant of the famous astronomer of that name. 


Memphis, Pine Bluff & Texas.—The officers of this com- 
pany now are: dent, R. W. in; Vice-President, 

. M. Harrington; Secretary, G. P. C. Rumbough; Treas- 
urer, W. J. Thomson. 


Missouri Pacific.—At the annual meeting in St. Louis, 
March 1, the following directors were chosen: D. K. Fer- 
guson, Webb M. Samuel, St. Louis; J. L. Stephens, Boon- 
ville, Mo.; S. T. Smith, Leavenworth, Kan.; 8. H. H. Clark, 
Omaha, Neb.; F. L. Ames, South Easton, Mass.; W. F. 
Buckley, Sidney Diilon, Thomas T. Eckert, George J. For- 

. Russell Samuel 


rest, Jay Sloan, New York. 
ly new director is Mr. Sloan, who replaces Oliver 
The board re-elected Jay Gould President. 





Montpelier & Wells River.—At the annual meeting in 
ey sone Feb. 23, the following directers were chosen: 
Joel Foster, 8. C. Shurtleff, Montpelier, Vt.: W. H. H. Bing- 
ham, Stow, Vt.: 8. S. Thompson, Lyndon, Vt.; D. R. Sort- 
well, Cambridge, Mass. The board re-elected D. R. Sort- 
well, President; 8. 8. Thompson, Vice-President; Joel Fos- 
ter, Jr., Clerk and Treasurer; S. C, Shurtleff, Attorney; W. 
A. Stowell, General Superintendent; Frederick Morse, Gen- 
eral Passenger Agent. 


Northern Central.—At the annual meeting in Baltimore, 
Feb. 24, the following directors were chosen: G. B. Roberts. 
Wistar Morris, Samuel C. Huey, John P. Green, Edmund 
Smith, George Small, B. F. Newcomer, 8S. M. Shoemaker, J. 
N. Hutchinson, Dell Noblit, Harry Walters, Henry Gilbert. 
The board re-elected George B. Roberts, President; A. J. 
Cassatt, Vice-President; Stephen W. White, Secretary; 
John S. Leib, Treasurer. 


Philadelphia, Wilmington & Baltimore.—At a meeting of 
the board held Feb. 24, Robert Garrett and G. G. Haven 
were chosen directors in place of Nathaniel Thayer and Na- 
thaniel Thayer, Jr., resigned. It is understood that further 
changes will be made soon. 


Pittsburgh & Castle Shannon.—At the annual meeting 
last week the following were chosen: President, J. H. Ort- 
man; directors, H. M. Rolfe, John Jahn, James McMasters, 
C. Kohimver, 8S. Kaufmann, J. F. Denniston, Walter Chess, 
Samuel Gallinger, F. D. McKeever. 


Pittsburgh, Cincinnati & St. Louvis.—The following cir- 
cular, dated Feb. 26, announces the divisions and offices on 
the leased Columbus, Chicago & Indiana Central road: 

“On and after Sunday, Feb. 27, 1881, the territory of 
officers of these divisions will be divided as follows, viz. : 

“Second and Third divisions east, from Logansport to 
Bradford Junction and to Richmond; D. T. Bacon, Master 
of Transportation; W. G. Sala, Chief Train Dispatcher; C. 
C. F. Bent, Engineer Maintenance of Way; J. Zecher, Road- 
Master. 

“Second and Third divisions west, from Logansport to 
Chicago, and to State Line: J. R. Trimmer, Master of Trans- 
portation; L. M. Harris, Chief Train Dispatcher; J. Lums- 
den, Road-Master. 

‘* Logansport shop and yards will be under the control of 
the Superintendent of Second and Third divisions west” 

‘All mileage, time, car and other reports must be sent to 
Logansport as at present, addressed to the respective Super- 
intendents.” 

Mr. J. F. Miller is Superintendent of Second and Third 
divisions east; Mr. Ralph Peters, Superintendent of Second 
and Third divisions west. 


St. Louis, Arkansas & Texras,—At the annual meeting in 
St. Louis, March 1, the following directors were chosen : 
C. E. Harman, Juhn O’Day, Springfield, Mo. ; George F. 
Purdy, Peirce City, Mo. : Alexander Douglas, Alexander 
Graydon, C. W. Rogers, St. Louis; James D. Fish, Jesse 
Seligman, Edward F. Winslow, New York. 


St. Louis & Eastern.—The directors of this new company 
are: Henry Lutton, 8S. H. Parker, Victor Sherman, J. C. 
Sinclair, St. Clair County, Ill.; Andrew Donnan, Eber Pea- 
cock, Horace A. Stephens, St. Louis. 


St. Louis, Iron Mountain d& Southern.—At the annual 
meeting in St. Louis, March 1, the following directors were 
chosen: R. Kerens, Rufus J. Lackland, St. Louis: Henry 
Whelen, Philadelphia ; Frederick L. Ames, South Easton, 
Mass. ; Sidney Dillon, Thomas T. Eckert. Jay Gould, Joseph 
G. Lowery, George B. McClellan, Henry G. Marquand, 
Russell Sage, Samuel Sloan, John T. Terry, New York. 
Of the board chosen a year ago Thomas Allen. W. R. Allen, 
Warren Delano,G.S. Drake,R. A. Edgerton, J. R. Lionberger 
and W. M. Senter are now retired, the new members being 
Messrs. Gould, Sage, Dillon, Eckert, McClellan, Ames and 
Kerens. The new board elected the following officers: 
President, Henry G. Marquand; Vice-President, T. T. Eck- 
ert; Secretary and- Assistant Treasurer, 8. D. Barlow; 
Treasurer, D. W. McWilliams; General Auditor, J. W. Wal- 
lace; General Manager, A. W. Soper. Mr. Marquand suc- 
ceeds Thomas Allen as President, and is succeeded by Gen. 
Eckert as Vice-President; the other officers are re-elected. 

Mr. John J. Rogers has been appointed Assistant General 
Freight Agent, in place of Mr. E. K. Sibley, who is now 
General Manager of the Memphis & Little Rock. 


St. Louis & San Francisco.—At the annual meeting in St. 
Louis, March 1, the following directors were chosen: C. 
W. Rogers, St. Louis ; John O’Day, Springfield, Mo.; Ozias 
Bailey, White ‘Cloud, Kan.; Walter L. Frost, Francis B. 
Hayes, Albert W. Nickerson, Alden Speare, Boston; Ed- 
ward D. Adams, Wm. P. Buckley, Frederick Butterfield, 
ae D. Fish, Jesse Seligman, Edward F. Winslow, New 

ork. 


Terre Haute & Mississippi.—The office of this new com- 

ny is at Terre Haute, Ind.; its directors are : G. Ehrman, 

heodore Hodnut, Herman Hulman, Willard Kidder, E. B. 
McClure, R. S. Thompson, R. 8. Cox. 


Utah & Nevada.—The directors of this company, successor 
to the Utah Western, are: Abram Gould. Bo ivar Roberts, 
James *Sharp, W. W. Riter, P. L. Williams, LeGrand 
Young, Salt Lake, Utah; E. F. Bishop, T. L. Watson, 
Bridgeport, Conn.; R. L. Bassett, Birmingham, Conn. ; 
Cyrus W. Field. Benjamin Richardson, New York. 


Wabash, St. Louis & Pacific.—Mr. 8. Howell, Division 
Freight Agent at Logansport, having resigned bis position, 
Mr. 5. M. Osborn, Commercial Agent at Toledo, will have 
supervision of all freight matters east of Danville, [liinois. 


West New Hampshire.—Af the annual meeting last week 
the following directors were chosen : E. F. Lane, F. F. Lane, 
Keene, N : C. J. Amidon, D. F. Ferrin, Hinsdale, N. H.; 
D. P. Crocker, George E. Frink, A. B.-Harris, Springfield, 
Mass. The board elected A. B. Harris, President. 


PERSONAL. 


—Capt. Benjamin H. Fletcher, ex-Assemblyman and 
Vice-President of the Lockport & Buffalo Railroad Com- 
pany, died at Lockport, N. Y., March 1. 

—It is reported that Mr. Leslie P. Farmer, General Pas- 
senger Agent of the Pennsylvania Railroad Company, will 
soon resign bis position on account of ill health. 

—Mr. B. Dunham has resigned his position as Superinten- 
dent of the South & North Alabama, the Mobile & Mont- 
gomery and the Pensacola & Selma divisions of the Louis- 
ville & Nashville Railroad. 

—Mr. Edward H. Green has resigned his position as Presi- 
dent of the Louisville & Nashville Company. He has been 
Vice-President over a year and President on)y three months. 
He still remains a director of the company, in which he is 
said to. be the largest stockholder. 

—Mr. James McMillan, of Detroit, was, on Feb. 22, pre- 
sented with a valuable painting (a marine view by De Haas) 
by the heads of departments and foremen of the —_— 
Car Works, Detroit Furnace Co., Fulton Engine Co., 
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troit Car Wheel Co., Baugh Forge and other enterprises of 
which he is the bead. 

—Mr. Robert Hays, Superintendent of the Woodruff Sleep- 
ing Car Company, was kilied at the Uniom depot in Cleve- 
land, O., March 1, being run over by a yard engine as he 
was crossing the tracks. Mr. Hays had been with the Wood- 
ruff company several years, and was formerly with the 


Pullman Company ; he was well known asa very shrewd | 


and active man. 


—Hon. P. W. Strader, well known in Ohio, died at his | 
residence in Ashtabula, Feb. 26, aged 73 years. He was born | 


in New Jersey but was taken to Ohio by his parents when 

only a yearold. When auite a young man he became a 

steamboat clerk on the Ohio River, and in 1848 was ap- 

pointed General Passenger Agent of the Little Miami road 

and held that position for 19 years. In 1868 he was elected 

~ Congress from the First Ohio District and served one 
rm. 


TRAFFIC AND EARNINGS. 


Railroad Earnings. 
Earnings for various periods are reported as follows: 


Month of December: 


1880. 1879. Inc. or Dec. 


Net earnings 

Month of January: 
Northern Central 

Net earnings 
Pennsylvania.... ...... ¢ 

Net earnings 

_ Third week in Kebruary: 

Chi. & Eastern Til... . 55: 
Northern Pacific. 
St. L., Iron Mt. & So... 

Week ending Feb. 18: 
Great Western.... 

Week ending Feb. 19: 
Grand Trunk . 


1,368,098 


$21.416 

19,315 2 
138,752 12,948 
$7,946 
$204,923 $195,067 
Grain Movement. 


For the week endivg Feb. 19 receipts and shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years : 

Northwestern Northwestern 
receipts. shipments. 
1,577,063 782,70 
1,959,010 495,562 
Mis Sat,.0:60 wide bierkisege es 2,828,007 1,328,751 
4 1,016,305 
1,671,228 
1,663,992 


$86,218 $11,728 


$9,856 


16.562 
379,27 


1,866,919 
3,314,860 
4,270,408 
3,356,490 1,141,510 2,489,995 
1,264,188 1,433,421 3,197,435 

The Northwestern receipts were greatly interrupted by 
storm and floods, Toledo, which was almost blockaded with 
floods, reporting none for the week. Not only were the re- 
ceipts of these Northwestern markets smaller than in the 
corresponding week of any of the same previous years, but 
they were hardly half as great as the week before, but in all 
the time since July, 1873 (which is as far back as we have the 
receipts by weeks), there have been but fwo weeks (one in 
March, 1877, and one in April, 1875), when their receipts 
were so small, and there have been some terrible winters in 
this time. 

The shipments of these markets, however, were larger 
than in the corresponding week of last year, and though, 
with one exception, the smallest’ for a year, not very much 
smaller than in any of the four preceding weeks, which indi- 
cates that the lines to the East were not nearly so much dis- 
turbed as those to the West from these markets. 

The Atlantic receipts were nearly a third larger than in 
the corresponding week of last year, but smaller than in the 
corresponding weeks of 1879 and 1878 (when rates were 
very low). hey were, moreover, the largest they have 
been for ten weeks, and have seldom been exceeded in a 
January week. 

Of the Northwestern receipts Chicago had 45.4 per cent. ; 
Peoria, 15.3; St. Louis, 13.5; Milwaukee, 11.2; Detroit, 
7.7, and Cleveland, 6.4 per cent. Chicago does not appear 
to have suffered as much proportionately as St. Louis and 
Mier son neither of which received half as much as the week 

fore. 

Of the Atlantic receipts New York received 44.9 per cent. ; 
Baltimore, 19.2; Philadelphia, 16.8; Boston, 11.3: New 
Orleans, 63; Portland, 1.1, and Montreal, 0.4 per cent. 
New York’s receipts were greater than iu any other week 
since navigation closed, and a much larger proportion of the 
whole than for some weeks past. Philadelphia’s also are 
considerably larger than heretofore recently. 

Exports of flour and grain for five successive weeks have 

en : 

Week ending-—————_--— -—— 
Feb. 9. Feb. 2. Jan. 26. 
Flour, bbls. 111,022 120,932 89,284 123,920 147,994 
Grain, bush.1,758,010 2,476,801 2,194,050 2,029,828 2,101,331 
The exports are again very light. 


‘Feb. 23. Feb. 16. 


Coal Movement. 


Coal tonnages for the week ending Feb. 19 are reported as 
follows: 
P.c. 
99.5 
1.4 
24.2 
35.9 


1881. 
-seeee 524,826 
$1,426 


1880. Ine. or Dec. 
261,026 I. 261,800 

$2.557 D. 1,131 
Bituminous, Penna... ....... 58,896 7,438 I. 11,458 
Coke, Penna 46,933 34,539 I, 12,494 

Cumberland production is still light, though the demand 
for semi-bituminous coal at tidewater is still active, and 
Cleartield shipments are large. ~ 

The anthracite companies have decided to continue the 
February price list for March. Some of the carrying com- 
panies have increased the freight rate tc local points. 

Shipments over the Seattle Walla Walla road and by 
water from Seattle, Wash. Ter., in January were 10,417 
tons. In January, 1880, only 1,365 tons were shipped, on 
account of obstructions on the railroad. 

The anthracite coal tonnage of the Belvidere Division, Penn- 
sylvania Railroad, for the two months ending Feb. 26, was 
as follows, :} . 

1881. 1880. Increase. P. c. 
South Amboy for shipment...... 76,208 66,829 9.379 14.0 
Local distribution on N. J. lines. 135,976 68,318 67,658 99.5 
Co.'s use on N. J. limes............ 18,043 16,422 9.9 


51.7 


the Lehigh, 


"230,287 151,569 
Of the total this year 189,174 tons were from 
and 41,053 tons from the Wyoming Region. 


Petroleum. 
Stowell’s Petroleum Reporter gives the product of the 
Pennsylvania oil regions for January as follows, in barrels 
of 42 gallons: 


Production 2,244,090 

Shipments 1,061,617 

Stock, at close ¢ 

a ra 20,110, 2. 

No. of producing wells 14,900 1. 
Pipe line reports for the month give receipts of 2,050,746 


Jan., 1881. Dec., 1580. 
2,238,634 


1,336,613 
18,828,430 
14,700 


Inc. or Dec. P.c. 
s 5, 45€ -% 
D. 


274,996 20. 
I, 1,182,473 
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| barrels; deliveries, 1,062,028 barrels. The Tidewater Pipe 
Line reports receipts of 160,443 barrels; deliveries, 115,170; 
oil on hand or in transit by rail from Wilhamsport to Bay- 
onne, 1,574,991 barrels. 


British Rail Exports. 
The exports for the month of January are reported as fol- 
lows by the Board of Trade: 


To United States; 1881. 
-..e- 5,663 
ER 


1880. Decrease. 
7,941 2,278 
7,350 5,645 
7,923 


|) re 15,291 


To ali Countries: 


aS a a . 7,084 
REP tee ree 23,240 


. 7,368 


11,143 
28,916 


4,059 
5,676 19.6 


30,324 40,059 9,735 24.3 
The decrease in exports te this. country is very marked. 
The total in January would have laid but 84 miles of track, 
and this is not as much as two days’ average consumption. 
Montreal Passenger War. 

The Delaware & Hudson Canal Company last week began 
to cut passenger rates from Montreal, and is now allowing a 
rebate of $7 from the regular passenger fare of $9 between 
Boston and Montreal—that is, it is carrying passengers for 
$2 between the two cities by way of Rouses Point and Al- 
bany, and from this the proportions of the Grand Trunk and 
the Boston & Albany have to be paid. The Central Ver- 
mont, which has the shortest route for Boston business, has 
not yet cut rates, and the war has not extended to the Mon- 
treal-New York business. The Delaware & Hudson claims 
that the cut is made in consequence of a violation of contract 
by the Central Vermont. The latter company, however, 
claims that the object is to force it into making a new con- 
tract on Montreal business. 


California Commission Rates. 

The California Railroad Vommissioners have passed reso- 
lutions adupting a schedule of passenger fares between ail 
the leading points in the state, and have served copies on all 
the railroad companies. The schedule does not seem to be 


|baséd on any uniform principle; the rates vary from 2.2 


to 5 cents per mile. It is provided that stop-over checks 
must be given to passengers on application, and that rates 
shall be uniform over each section of road designated by 
the board: that is, there shall be a uniform rate per mile 
for each section. These sections, however, include 
only parts of roads : vhus the Southern Pacific is allowed on 
different sections of its line to charge 22, 3, 344, 44¢ and 5 
cents per inile, the lowest rate being between Los Angeles 
and Wilmington, and the highest between Los Angeles and 
Yuma. Second-ciass rates are not to exceed 60 per cent. of 
first-class. 

The board is now considering the question of freight rates. 

St. Louis to Europe. 

A dispatch from St. Louis, March 2, says: ‘* A corpora- 
tion has been organized here, called the St. Louis, New Or- 
leans & Foreign Dispatch Company, the purpose of which is 
to forward in bulk grain, all kinds of produce and mer- 


| chandise direct from St. Louis to Liverpool and other for- 


eign ports. Through bills of lading will be giveu here on all 
freight destined for Europe. The barge lines _be- 
tween here and New Orleans will be used to convey 
the grain in bulk, and the Anchor Line of steamers for the 
transportation of other freight. Through bills of lading 
Will also be given at European points on all merchandise 
destined for St. Louis. B. W. Lewis, formerly President of 
the St. Louis, Kansas City & Northern Railroad, is Presi- 
dent of the company ; W. M. Samuel, a prominent mer- 
chant, Vice-President ; James R. Bull, one of the oldest and 
most experienced transportation men of the city, General 
Manager, and several solid business men are in the Direc- 
tory. The company will have offices in New Orleans, Liver- 


| pool, and several Continental cities, and will commence 


operations in a very short time.” 

Western Trunk Lines Passenger Association. 

Since the withdrawal of the Rock Island road, week before 
last, the Iron Mountain and the Missouri Pacific have given 
notice of withdrawal, the Missouri Pacific issuing the fol- 
lowing circular Feb. 23: 

‘“*The agreement under which was issued the circular of 
Henry W. Gwinner, Commissioner of Western Trunk Lines, 
dated Jan. 1, 1581, announcing that from that date the com- 
missions of thisline on second-class and emigrant business 
would be paid by him ona percentage basis, having been 
this day canceled, you are hereby notified that the Missouri 
Pacifie Railway Company will pay its commissions on that 
and all business direct to agents at the rates prevailing prior 
to Jan. 1, 1881. Our second-class and emigrant commissions 
for January will be paid without further delay, and all com- 
missions remitted with our usual promptness in the future. 
But one statement of sales need hereafter be made, including 
all classes of tickets, which should be sent direct to this office. 
Your attention is respectfully called to the necessity of fill- 
ing all columns of our commissions blanks, eqcept rate and 
amount, as per their headings, and especially to giving the 
through rates at which tickets were sold. Please use Mis- 
souri Pacific blanks in reporting to this company, if you 


| have them.” 


Chicago-Colorado 


A ditticulty that has made trouble before has appeared 
with regard to shipments of freight from Chicago to Colo- 
rado. There are three lines to Colorado west of the Mis- 
souri, one from Omaha and the other two from Kansas City. 
The Chicago & Northwestern has connection with the Omaha 
line only; the Rock Island and the Chicago, Burlington & 
Quincy with all lines; the Chicago & Alton with Kansas City 
only. The trouble is as to the share the Chicago & North- 
western shall have. The roads that connect with all 
the lines to Colorado claim that they are entitled to 
asmuch that goes by way of Omaha as any other 
road, and besides to a proportion of that going by 
Kansas City, and therefore to much more than a 
road that connects with only one of the lines to Colorado. 
The Northwestern, dissatisfied with its share of the business, 
is reported to have reduced the rates. To meet this the Rock 
Island gave notice to the Southwestern Association that it 
would not be bound by the rates on Colorado traffic and on 
the 22d reduced its ratesin Colorado shipments from Chicago 
to the connections on the Missouri to 1214 cents per 100 Ibs. 
on all the four classes, the regular rates being 85, 70, 45 and 
30 cents. This is a matter not easy to settle without the co- 
operation of the Omaha pool and the Northwestern Associa- 
tion. 


Shipments. 


East Bound Classification. 

By vote of the joint executive committee articles formerly 
put in the eleventh class (bulk meats and apples), are placed 
in the ninth class, on which the rates are usually 10 cents per 
100 lbs. more than the flour and grain rate. 

This makes the Chicago and New York rates as follows : 
First class, $1.20; second class, 90 cents; third class, 70 
cents: fourth class, 60 cents; fiftia class, 50 cents; sixth class, 


' 45 cents; seventh class, 40 cents; eighth -class, 35 cents; 
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ninth class, 45 cents; tenth class, 35 cents; hogs, 40 cents; 
live stock, 65 cents; dressed beef, 88 cents, with agreed dif- 
ferences to other seaboard points. 


Transfer Rates at St. Louis. 


The railroads centering in St. Louis have just issued the 
following circular to agents and connections : 

**The transfer across the Mississippi River by bridge or 
ferry at St. Louis is in many instances misunderstood by our 
Eastern connections, 

“In quoting rates and issuing bills of lading for freight to 
St. Louis in any quantity that is desired to be delivered at 
consignee’s door, the pound rate on general merchandise 
named in tariffs of St. Louis Transfer Company and St. 
Louis Bridge & Tunnel Company must be allowed as arbi- 
trary, and the balance of rate prorated by the roads in in- 
terest. 

‘The limits of this free delivery by Transfer Company 
are the river on the east, Choteau avenue on the south, Four- 
teenth street on the west, and Cassavenue on the north. 

‘* When the rate per car is allowed as an arbitrary it pro- 
vides for delivery at Union Depot on track or by ferry on 
track, and way-billsshould be made to read accordingly. 
All freight consigned to points beyond St. Louis, and rated 
to St. Louis or points beyond, should be billed to East St. 
Louis at full St. Louis rates, less the tolls named. It must 
be particularly understood that the toll charged for car- 
loads provides for track delivery only, and should be so 
stated on all bills of lading.” 

Chicago Shipments Eastward. 

The shipments by the pooled roads during the week ending 
Feb. 26 were as follows : 

ErO- 

visions, 

tons, 
2.881 
2,401 
3,156 
2,697 
1,478 

515 
110,146 21,568 12,158 45.7 
weeks the total shipments have been: 
| Week 

ending: 


Total Per 


cent. 


Flour, 
barrels. 


92 952 
22,902 


Grain, 
RAILROADS. 
Michigan Central 
Lake Shore 
Fort Wayne... 
Pan-handle 
Baltimore & Ohio 
Grand Trunk 


Total 
For eleven successive 
Week 
ending: 
Dee. 18. 


» 


2,451 


4,560 2,701 


Tons. 
54,689 


Tons. 


.51,170 
«+... -49,449 
"** 146,180 
45,708 


The receipts have thus fallen continuously (but not largely) 
for the past four weeks. 


Chicago and Milwaukee Receipts. 

During the month of February the number of bushels of 
grain, barrels of flour and head of hogs received at Chicago 
and Milwaukee in each of the past four years has been: 

1879. 1880. 1881. 
5,264,951 5,308,561 4,057,134 

279,438 178,940 432,410 

486,188 600,559 461,825 


Chicago: 
Grain, bush 
BIOUr, WOM. 65060. 
Hogs, No 

Milwaukee : 
Grain, bush 
rere 169,168 191,361 122,176 228.666 
Hogs, No 85,988 41,454 §2,452 37,169 

Thus in grain and hogs the receipts were much smaller this 
year than in any of the other three, but in flour very much 
greater. The receipts of flvur are enough larger to nearly 
make up for the falling off in grain, in. equivalent bread- 
stuffs, but not in weight. The frequent biockades of the 
Northwestern railroads by snow probably had very much to 
do with the decrease, and by as much as shipments were 
hindered by this cause in February they will be increased 
later in the season. 


616,979 


2,026,017 1,149,476 1,049,470 818.056 


THE SCRAP HEAP. 


Locomotive Building. 

The Chicago, Rock Island & Pacific shops in Chicago have 
ae finished six new shifting engines, with 15 by 24 in. cyl- 
inders. 

The Pittsburgh, Ft. Wayne & Chicago shopsin Allegheny, 
Pa., are building several heavy engines for use on the road. 

The Pittsburgh Locomotive Works have a number of 
oréers to fill and are full of work. 

The Brooks Locomotive Works, in Dankirk, N. Y., expect 
to turn out more engines this year than ever before, and 
have work for months ahead. : 

The Pennsylvania Railroad shops at Altoona built 85 new 
locomotives in the year 1880. 

Car Notes. 

Pennock Brothers have bought 10 acres of land in Mi- 
nerva, O., and will soon build shops there for the manufac- 
ture of freight cars. They have an order for 300 cars for 
the Connotton Valley road. 

The Missouri Car & Foundry Co. now employs over 500 
men and is running its shops in St. Louis full time on freight 
cars. 

New car works are to be built in Youngstown,O. The 
ground was bought by a subscription by the business men of 
the place, and given to the car builders. 

The Harrisburg (Pa.) Car Manufacturing Co. now em- 
ploys 700 men, and is working on an order for 1,550 freight 
cars for the New York Central. 

The Boston & Albany shops at Allston, Mass., are buildin 
six very handsome sleeping cars, to run between New Yor 
and Boston. They are 60 ft. long, have 32 berths and are 
mounted on six-wheeled trucks with 42-in. wheels. 

The Eastern Railroad shops at Salem, Mass., are building 
eight passenger and two baggage cars for the road. 

The old car works at Swissvale, Pa., are now operated by 
John L. Gill, Jr., of Pittsburgh. They can turn out five 
freight cars a day. 

The car-wheel works of Bowler & Co., in Cleveland, 0O., 
are full of work. 


Bridge Notes. 


G. W. White, of Pulaski, N. Y., has the contract for the 
bridge over French Creck in Meadville, Pa., for the new 
Meadville Railroad. It will be a Howe truss in three spans 
of about 100 ft. each. 


Iron and Manufacturing Notes. 

The Lochiel Mill, at Harrisburg, Pa., has taken a contract 
to roll a large lot of 45 lbs. steel rails from blooms to be fur- 
nished by the Pennsylvania Steel Co. 

H. G. Newton, of New York, has recently filled several 
large orders for Lyon’s Asbestos paint for railroad work. 

The George F. Blake Manufacturing Co., of New York, 
has just completed large additions to its steam pump works, 
which were needed to meet the heavy demands upon the 
work. They have just finished building two large pumping 
engines for the La Crosse (Wis.) water works, and have con- 
tracts on hand for other water works. 

The Portland Company, at Portland, Me., is building a 
beam engine with cylinder 72 in. diameter and 12 ft. stroke 





ee 


Marcu 4, 1881 


THE RAILROAD GAZETTE. 


131 











for a new steamer which the International Steamship Co. is 
building. : 

The new furnace which Robert Hare Powell is building at 
Saxton, Pa., will be ready to go into blast about July 1 
next. 

The Superior Mill, in Allegheny City, Pa., is running 
single turn on iron and steel beams and other building mate- 
rials. - 

The Cleveland Rolling Mill Co. will soon begin to build 
four very large blast furnaces in Cleveland, O., to be finished 
this year. 

The Mahoning Valley Iren Co. has leased the Hubbard 
Rolling Mill at Youngstown, O., and have started it up. 

The Cleveland Crucible Steel Co. is running full double 
time. The works are to be enlarged this season. 

The Laclede Rolling Mills in St. Louis resumed operations 
Feb. 21, after a stop for repairs. They have large orders 
for bridge iron, boiler plate and rail fastenings. 

A Louisville company has bought the furnace in. Bibb 
County, Aia., near the Brierfield Lron Works, and wil] put 
it in operation at once. 


The Rail Market. 


Steel rails are steady at 860 to $62.50 per ton at mill. A 
sale of foreign steel rails is reported at $64 per ton delivered 
at a Gulf port. 

lron vails are unsettled, with many imquiries. Prices are 
a shade lower and about $47 per ton at mill for heavy sec- 
tions may be qucted. 

Old iron rails are unsettled, but prices have gone down. 
Quotations are nominally $28@$29 per ton in Philadelpbia, 
but it is said that $1@$1.50 per ton less has been accepted 
for several large lots, and some predict a further fall. 


Christian and Heathen. 
The difference between a Christian avd a heathen is not 


great.  t merely consists in the following contrarieties: 
In the rail car— 


The Christian will leave the half seat that does not belong | 
to him entirely unoccupied by himself or his parcels; while | 


the beathen will do his best, or worst. to cover as much 
space as possible with either or both. 

The Christian will be prompt to give a seat to a lady cr 
elderly gentleman; while the beathen would do the same 
were he not so deeply absorbed in Lis newspaper or the pan- 
oramic view afforded by the window that he is unconscious 
of what 1s going on within the car. 

The Cbristian will converse in a low tone, so as not to 
disturb the other passengers: whereas the heathen will make 
the newspaper reader in the far corner break the third com- 
mandment into infinitesimal fragmeats. 

The Christian wi'l be careful not te soi} the floor, while 
the heathen will indulge his tobacco-chewing propensities to 
the uttermost. with all the nastiness that that propeusity 
implies. 

The Christian will never open bis window of a cold day. 
The heathen, on the contrary, will shove hers clear up—we 
say hers, because this variety of beathen is inevitably a 
woman—when the thermometer is among tie zeroes and the 
wind among the blizzards, and will sit piacidly, muffied to 
the throat in her seal sacque,. while the curses, not loud, but 
deep, flow through the quivering lips of those frozen things, 
the male passengers. 

The Christian will have bis ticket ready for the conductor 
when that patience-tried official comes through the car : the 
heathen will delay bim for five minutes while leisurely mak- 
ing a tour of his pockets. 

The Christian would no more think of stealing from the 


corporation than from a private person ; but tae heathen | 


will cover his ticket with his thumb and become absorbed in 
his newspaper, for haply the conductor may think him a 
season passenger, and pass him by accordingly. 

The Christian, finding one car crowded, will go into the 
next one, and take a seat; while the heathen will incontin- 
ently make for the full car, and stand up and growl con- 
sumedly. 

The Christian will never make a nuisance of himself : but 
the heathen will every time, and never weary in doing it. 

The Christian is a Christian ; the heathen is a hog.—Bos- 
ton Transcript. 


Breaking of Tires. 


At the meeting of railway engineers on Jan. 11, at Berlin, 
Mr. Streckert, the chairman, reported on the number of 
tires of railway carriages which, from Oct. 1, 1879, untii 
March 31, 1880, were broken upon German lines. Thus, 


upon 45 different lines, with a total length of 32,316 kilome- | 


tres [20,007 miles], noless than 5,039 breakages of tires had 
occurred. The maximum number took place at tempera- 
tures between zero and 6 deg. Cent. [+ 32 deg. and — 11 
deg. Fah.) of frost, particularly during Dec. 9, 10, 17 and 
23,1879. Of the total breakages, 2,007 cases were upon 
goods trains, 1,466 upon express, fastand ordinary passenger 
and mixed trains, only 18% cases upon engines and carriages 
at the stations, or while shunting. Open goods carriages 


showed 1,626, and locomotives and tenders 1,580 breakages. | 


As regards the material of which the tires consisted, in 
3,269 cases it was cast steel, snd only in 1,045 either pud- 
dled steel, fine-grained and ordinary wrought iron. In 
3,545 cases the breakage went through the whole thick- 
ness of the tire, while in 1,045 others it was only partial. 
In reference to age it was proved that the greatest number 


appeared between six and eight years, while 1,104 break- | 


ages occurred with tires over eight up to 24 years old, and 
1.905 were below six years. It1s too well known that an 
unexpected breaking of tires while on the road very often 
causes a train to run off the rails and to give rise to acci- 
dents. * For this reason the causes of breakages of tires ought 
to be fully investigated, whether arising from the material, 
construction, or moce of fastening. From the above figures 
it is obvious that cast steel is most liab'e to crack at low 
temperatures, when it is suddenly subjected to a heavy 
strain, for instance by the friction of brakes; this seems to 
be the principal reason with locomotives and tenders, as 
1,580 tires were broken with them against 3,459 of all the 
wheels of the total roiling stock. It appears that the sudden 
production of heat by the fricticn of the brakes at the cir- 
cumference of a comparatively cold wheel, is to be ccnsid- 
ered as the most mischievous cause.—Engineering. 


OLD AND NEW ROADS. 





Alabama Railroad Commission.—The bill establish- 
ing a railroad commission to have general suvervision of the 
ra‘lroads of the state, with power to establish freight and 
passenger rates, has passed the Alabama Legislature and be- 
come a law. Nocopy of the bill has yet reached us, but it is 
stated that its provisions are very similar to those of the 
Georgia law. 


Atchison, Topeka & Santa Fe.—Work is_ being 
pu-hed on the line to connect with the Southern Pacific, and 
at latest dates it was r ported that but seven miles of track 
remain to be laid. This gap will probably be closed in 
another week, 


Buckingham.—This company has been organized to 
build a railroad from Bremo Bluff, Va., to Buckingham 
Court House and thence to the most convenient point on the 
Atlantic, Mississippi & Obio road. It will bea branch of 
the Richmond & Allegheny road, and is intended to reach 
the state quarries in buckingham and Appomattox coun- 
ties. 


Canada & Atlantic.—A dispatch from Ottawa,Ont., Feb. 
26, says: “At a meeting of the Canada & Atlantic Railway 
directors, held to-day, the contract for the construction of the 
road was finally signed by D. C. Lindsey, of Burlington, Vt., 
who guaranteed to build the entire road by 1883, a distance 
of 122 miles, as follows: From Coteau Landing to High 
Falls, by Jan. 1, 1882; between High Falls and Ottawa by 
Sept. 1, 1882, and the rest of the railway, exclusive of the 
bridging of the St. Lawrence, by May 1, 1883, and the bridge 
by May 16, 1887. The coutractors deposited $30,000 cash, 
and a bond of $100,000 was made by Gregory Smith, of St, 
Albans, as security for the full completion of the contract.” 


Central Pacific.—In Washington, Feb. 24, the House 
—! on Pacific Railroads adopted the following res 
olution: 

** Whereas, The Attorney-General has commenced pro- 
ceedings against the Central Pacific Railroad Company to 
compel a compliance with what is known as the Thurman 
act, and inesmuch as time will not admit of Congressional 
action at this session on the recommendation of the Auditor 
of RaiJroad Accounts; therefore, be it 

** Resolved, That it is the sense of this committee that for 
the present no action be taken.” 





Charleston & Savannzh.—tThe long trestle at the 
| Savannah River bridge gave way under a train on Feb. 10, 
| and nearly two miles of it was broken down, compelling a 
| transfer of passengers. The work of rebuilding it was much 
| delayed by high water, and trains were not able to run 
| through until Feb. 25. when the damage was fully repaired. 
| Chicago, Pekin & Southwestern.—In Chicago. Feb. 
22, the Umted States Circuit Court gave a decision in the 
| foreclosure suit against this company. Two mortgages had 
| been given by the company, one in 1871 for 1,000,000, and 
a second in 1876 for $750,000, securing corresponding issues 
of bonds for $1,000 each. ‘Tbe Farmer’s Loan & Trust Com- 
| pauy was the trustee under both mortgages. In 1877 the 
| railroad made default in the payment of interest on both 
| mortgages. The road wasat that time in a very dilapidated 
condition, wanting rolling stock, ete., and the bondholders 
| under the first mortgage under the circumstances agreed to 
' advance 10 per cent. each on the amount of bonds heid by 
| them to purchase rolling stock and put the road in good con- 
| dition. They also agreed to scale down their bonds from 8 
| per cent. to 7 per cent. interest, and to surrender three of 
| the coupons. 
| With the moneyraised by the 10 per ceut. advance rolling 
| stock was purchased and put upon the road... All the bond- 
| holders of the first mortgage became parties to this agree- 
| ment, and ufterward the road paid interest on the bonds as 
| the coupons fell due. 
| A controversy then sprung up between Mr. Moses Taylor, 
who owned over 300 of the first mortgage bonds and the 
whole of the secoud-mortgage bonds, and the other bond- 
| holders. Solon Humphreys, after this agreement made be- 
| tween the bondholders of the first mortgage and the company, 
| had bougat 671 of the first-mortgage bonds, but refused to 
take bis interest which was due on bis bonds and insisted that 
| the first mortgage should be foreclosed, notwithstanding all 
| the interest had been paid or offered to be paid on the bonds. 
| Judge Drummond held that the Court would retain the 
| bill filcd to foreclose the first mortgage, but would not make 
a decree of foreclosure at present. No interest whatever 
| having been paidon the second-mortgage bonds, however, 
|a decree of foreclosure and sale might be entered on the 
| second mortgage, subject to all the equities of the first 
| Mortgage. 
| Receiver Reed 
| follows : 








reports to the Court for January as 


fo PS ere rer ony. ee Tit tree err ree $17,193.38 
| RO COTE, 00.555. 300 en cnecedae ine dacdeuda 32,987 71 


chine i'd 0b 456. ibe sen ekb thes besdaiaeebbe $50,181.09 
IN oe outs otlcGde cs manndh Wark ke. weSenewneet 37,848.82 


| Betts 
| DI NR ods a os aceite: a abbea oe aane $12,232.27 

Disbursements exceeded the receipts by $4,681.11 for the 
|}month. Payments included $971.30 on old pay-rolls, and 
| $5,000 for new freight cars. 





| Chicago, Rock Island & Pacitic.—The following 
statement is publisned for the nine months of the fiscal year 
| from April 1 to Dee 31: 


Railroad earnings. ... .39.344.637 


| Land Department, cash receipts. Sea ee a 370,000 

| -~— _ —_ 

| WS eal ckcukianiduds baiwbebias bicade Hokaatece $9,714,637 
Working exvenses........ nbee ebb esehadeesvaehedsass Pe 

| —— 

ee ii iiss ch ahatsadeanaceaciscamenniai on $4,711,081 

| eas nate salen n aa allen: + Ogle 930,000 


| 
Balance applicable to dividends.... ..............$3,781,081 


This balance is equivalent to about 9 per cent on the stock. 


Dakota Southern.—Notice is given that 54 first- 
| mortgage bonds have been drawn for redemption, and will 
be paid on presentation to the Farmers’ Loan and Trust 
Company in New York. The numbers drawn are 44, 46, 
57, 69, 71, 74, 86, 87, £9, 113, 117, 151, 161, 162, 170, 195, 
196, 207, 208, 211, 231, 255, 288, 298, 301, 303, 318, 344, 
335, 827, 342, 344, 390, 401, 403, 454, 462, 463, 466, 467, 
468, 485, 488, 514, 515, 538, 546, 547, 551, 560, 574, 575, 
580 and 581. Interest on these bonds will cease from May 
20 next. 


Delaware Western.—‘he bill authorizing this com- 
pany to build extensions bas passed the Delawure Legisla- 
ture and become a law. It provides that the company shall 
have the right to extend from their present line southwest- 
erly avd just north of the town of Newark to the Maryland 
| boundary, passing out of the state north of the point where 
| tce Philadelphia, Wilmington & Baltimore crosses 

the line, also to extend ina northeasterly direction 
to uhe Pennsylvania boundary. There are certain restric- 
tions as to passenger fare and freight rates, and a state tax 
| is fixed propoitionate to that paid by the Philadelphia, Wil- 
mington & Baltimore. The privileges granted become null 
and void unless the extensions be begun within one and fin- 
|ished within three years from the passage of the act. The 
act also authorizes the consolidation of the road with other 
|roads connecting with it in Penusyivaniz and Maryland, 
|except in case the said roads already have a line running 
}entirely across Delaware. Colonel McComb, the projector 
| of the bill, was in Dover at the time of passage, and says he 
| will at once enter into negotiations for the bui'ding of the 
| sand road from Baltimore to Philadelphia under the new 
aw. 


East Texas.—This road is now completed and opened for 
business to Concord, Tex., 10 miles north of the starting 





— | lowering the tracks. 





point at Beaumont. It is worked as a branch of the Texas 
& New Orleans. The freight tariff per 100 Ibs. is as follows: 
First class, 15 cents; second, 14; third, 13: fourth, 12; class 
A, 11: class B, 10; class C, 9; class D,; 8: class E, 7; cotton, 
50 cents per bale. 


Gulf, Colorado & Santa Fe.—The track is now laid to 
Belton, Tex., 226 miles from Galveston, and regular trains 
are running. The first through train reached Belton, Feb. 
26, and left the next day on its return trip. 


Jacksonville, Pensacola & Mobile.—The Savannah 
(Ga.) News of Feb. 24 says of this road and the Flo: ida Cen- 
tral: ‘* Both of these roads, under a decree of the Hon. 
Joseph P. Bradley, were sold at public outcry in the city of 
Jacksonville, on Sept. 25, 1879, by special masters appointed 
for that purpose. Both roads were knocked down to Adolph 
Engler, the representative of the complainants in the suit, 
who are commonly known as the Dutch bondholders. 

‘The highest bid for the Florida Central Railroad was 
$305,000, and for the Jacksonville, Pensacola & Mobile 
Railroad was $80,U00, The first named railrcad runs from 
Jacksonville to Lake City, and the other from Lake City to 
the Chattahoochee River. 

** Abcut ten days since the purchaser gave notice that he 
would move the Court in Jacksonville for an order confirm- 
ing the sales. This motion, it aj pears, has been delayed for 
the reason that the case has been before the Supreme Court 
of the United States. The opinion of the Court affirming 
the decree rendered by Justice Bra‘ley has been made pub- 
lic, but the :ormal mandate from the Supreme Court to the 
Circuit Court in Florida has uot vet been issued. 

‘All the parties interested, with their respective solicitors 
and counsel, were present: but the case assumed an unex- 
pected shape, owing to a motion filed in the Court by W. S. 
Chisholm, the counsel and solicitor of Henry S$. Haines and 
associates, offering an advance of 495,000 on the former 
bid, and praying a resale of the Florida Central Railroad, 
for the reason that on Sept. 25, 157%. there was of force an 
| order from Justice Bradley superseding his decive of sale, 
which with certain statements from one of the masters to 
the effect that in his opinion there would be no sale, deterred 
the movant and others from being present and bidding for 
the property. 

“The motion for contirmation was withdrawn yester- 
day, and we understand it will not be renewed until after the 
mandate from the Supreme Court is filed in the Circuit. We 
| have heard that parties interested with Adolf Engler have 
| recently purchased the Atlantic, Gulf & West India Tran- 

sit Railroad, which runs from Fernandina to Cedar Keys. 
| and crosses the Florida Central at Baldwin; and tbat if the 
sale of Sept. 25, 1879, be cortirmed, it will be their policy 
to run the three railroads if one interest.” 





Kentucky Central.—Proposals will be received at the 
ottice of J. R. Ledyard, Superintendent and Engineer, in 
Covington, Ky., until March 28, for the grading, masonry 
and bridging of the extension of the road from Lexington, 
Ky., to Richmond and from Richmond to Roundstone Junc- 
tion ; also from Paris to Wiechester and from Winchester to 
Richmond. Separate bids must be made for the bridging on 
each section. Specifications and further information can be 
obtained at the ofiice. 


Lake Shore & Michigan Southern, —The Cleveland 
Herald says: “It is by no means a new idea that a tunnel 
passing from the Lake Shore ou the eastern side of the city 
beneath the most traveled thoronghfares to a point on the 
Cuyahoga River from which railroad tracks to the west 
would not be objectionable, night at some day become ab- 
solutely necessary. The thing bas been many times talked 
about in years past, but nothing bas been done in the” prem- 
ises until recently. How far the agitation by some parties 
in this city to compel the railroad companies to expend half 
a million or more dollars in sinking the railroad tracks in 
the busiest part of the city has influenced action in this mat- 
ter can only be conjectured. 

** But whether for this reason or because of the advantages 
to be derived directly by the Lake Shore Railroad from the 
undertaking, surveys have been made for such a tunnel, 
which are now nearly completed, and which show very sat- 
isfactory results. It is already demonstrated that a tunnel 
beginning not far fromthe north end of Perry street and 
passing along or near the line of that street to an outlet 20 
feet under grade, where it reaches the Cuyahoga Valley is 
both practicable and desirable. It can be constructed for - 
somewhere between one and a half and two millions of 
dollars. It will pass under the principal _thorough- 
fares of the east side of the city and emerge 
where the valley may be readily crossed on a bridge, and 
where the road may be continued westward, either by con- 
tinued short tunneling or by a moderate rise in a neighbor- 
hood where a railroad is not at all objectionable. It will 
make the line through the city no longer than at present 
and bring down some heavy grades to cue of only 16 
ft. to the mile. If it is made, it will bring about 
other changes from the present order of things. It will 
|take from the present tracks all through traffic and all 

aos og travel, and leave for them only the local freight 

musiness of the road, which 1s so smal a part of the 
whole that it would hardly necessitate the cx vat y outlay for 
If it should fail to end the clamur for 
| such lowering, the present tracks might be abandoned and 
the local traffic brought down from the western end of the 
tunnel along the river by rails which would cross no trav- 
eled thoroughfare. In any event it would end the ever 
| recurring clamor for lowering of the tracks, which has lost 
nothing apparently by the building of the viaduct, although 
that grand and costly improvement was supposed to 
have obviated the necessity for further changcs in 
the raijroad tracks. If the tunnel is made 
there will be a grand union depot built near where the rail- 
road enters the tunnel at grade, say on Perry street, be- 
| tween Superior street and Payne avenue, an exceedingly 
eligible site, involviug no expense in preparation fcr the 
building. 

**The survey for this proposed tunnel is not the only one 
made for the Lake Shore road. Another made this side of 
Vermillion proves that the road can be so built as to bring 
down the grades to within 12 tt. per mile, and cut off 40 ft. 
grades. Still another survey shows the feasib.lity of a great 
improvement west of Toledo, which will save five miles in 
distance, and reduce grades of 40 ft. to 18 ft. per mile. 

“It is too early as yet to say that the tunnel under Perry 
street will be made, because the surveys are not wholly com- 
pleted, and of course no action has been taken upon them; 
but the idea of such a work haslong been a favorite with 
many officers of the company, and the result of the investi- 
gation now made so far surpasses even their most sanguine 
opinions as to its feasibility and its cost, that they have the 
weigbt of the argument strongly upon their side, and unless 
all signs fail, we may expect before many moons to see 
Cleveland tunneled and a splendid new union depot built at 
Perry and Superior streets. 





Lehigh & Hudson River.—Thbe first contract for grad- 
ing on this projected road bas been let. Itis from Belvidere, 
N. J., to Danville, and was taken by Richard Smith, of 
Parsippany, N. J. The section from Danville to Andover, 





on the Sussex road, will be let shortly. 
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Little Rock, a i River & Texas.—The gap 
in the extension from Pine Bluff, Ark., to Little Rock was 
completed on Feb. 25, and regular passenger trains are now 
running between Little Rock and the Mississippi River ter- 
minus at Arkansas City, a distance of 114 miles. The com- 
pany now has 151 miles of road, and its intention is to begin 
work on the extension of the Ouachita Division from Monti- 
cello westward. 


Louisville & Nashville.—This company has been suf- 
fering severely from a freight blockade in the South, caused 
by floods and other causes, and has been compelled to issue 
the following order declining to receive freight until further 
instructions to points south of Chattanooga: 

“Owing tothe failure of its lines south of Chattanooga 
and east of Calera, and east of Montgomery, to return cars 
sent south by thiscompany, they having now between 1,500 
and 2,000 of our cars in excess of what we have of theirs, 
and ail our efforts to have them returned having proved un- 
availing, we are compelled to give notice that until further 
notice this company will receive no freight for points south 
of Chattanooga, east of Birmingham, east of Calera and east 
of Montgomery. Freights for points on the line of the Lou- 
isville & Nashville and Nashville & Chattanooga railroads 
and west thereof, will be received at present. We hope that 
this course will result in the return of our cars in two weeks 
or less. Will advise you the very earliest moment that we 
are prepared to receive and handle freight for the territory 
described.” 


Minnesota State Railroad Bonds.—A dispatch from 
St. Paul, March 2, says: ‘‘ The Senate bas concurred in the 
Hous3 amendments to the bill providing for the payment of 
the repudiated bonds of the state incurred in railway con- 
struction. The Governor will sign the bill to-morrow. The 
bill is in the nature of an adjustment on the basis 
of 50 cents on the dollar, some of the claims being 
disputed. The payment is to be made out of the 
internal improvement lands. The repudiationists have asked 
the question as to whether this is not equivalent to voting a 
tax, which requires a two-thirds majority under the Consti- 
tution. Itis a judicia) rather thaua a question, 
and may oo embarrassing if it should be combated in the 
courts. ose who have contended for the payment of the 
debt and are advised of the law and the facts do not seem 
disconcerted by the question. The repudiators have fought 
the adjustment plan at every turn with amendments and 
dilatory motions, 10 amendments being voted down in the 
Senate tc-day.” 


New Bonds.—Bonds of new railroad lines are offered ds 
follows: 

The Southern Maryland will receive through the Guar- 
antee Trust & Safe Deposit Company, of Philadelphia, and 
the Citizens’ National Bank, of Woskingten. bids for $500,- 
000 first-mortgage 6 per cent. bonds with 30 years to run. 
The road is now under construction from Brandywine, Md., 
to Drum Point, St. Mary and Point Lookout, miles; 19 
miles more, from Brandy wine to Washington, are to be built 
hereafter. 

The Washington City d& Point Lookout offers, through A. 
W. Dimock & Cr., of New York, its first-mor gage 6 per 
cent. bonds at 90; issue limited to $1,000,000. he pro- 
jected line is from Washington to Point Lookout, Md., 
covering almost exactly the same ground as the Southern 
Maryland. 


North Carolina Railroad Commission.—A bill now 

nding in the North Carolina Legislature provides for a 

ailroad Commission of three members, who are to have a 
general supervisiun of the railroads of the state, to receive 
complaints and act against companies which may violate the 
law. They are to have power to prescribe a uniform classi- 
fication of freight aud to divide the roads into three classes, 
in which passenger fares shali be 3, 3!¢ and 4 cents per mile 
respectively. e bill prohibits a)! discrimination in freight 
rates, especially exempting through freights, however, and 
permitting companies to make lower rates to or from one 
point than another by permission of the Commission. The 
bill provides for a tax of one mill per mile traveled by pas- 
sengers, from which the expenses of the Commission are to 
be paid, any surplus to be turned into the treasury. It ap- 
pears likely to pass. 


Ogdensburg & Lake Champlain.—lIn the suit of this 
company against the Northern Railroad (New Hampsbire) 
and others pending in the Circuit Court of the United States 
for the district of New Hampshire, Judge Lowell has handed 
down the following decision: 

“The bill is brought upon the same contract which was 
under consideration by this Court in the District of;Massa- 
chusetts in a case heard by Mr. Justice Clifford and myself, 
Ogdensburg & Lake Champlain Railroad Company. vs. Bos- 
ton & Lowell Ruilroad Corporation; we there gave a con- 
struction to this very singular and difficult contract, and 
hold that the four railroad companies who are its 
parties of the third part, had agreed, severally with 
the plaintiff corporation, to repay to it the large sum 
which it had advanced to the extent of the gross pro- 
ceeds of the business in said contract mentioned 
and provided for; and only to this extent. The demurrer 
to the bi!l in that case was sustained because there was no 
allegation as to the amount of gross earnings, and because 
it did not appear that Smith and Stark, the trustees of the 
sinking fund, had no. fund in their possession applicable to 
the payment of the debt. In the present case the bill has 
been amended to meet the objections which were sustained 
in the other case. The principal point made in support of 
the demurrer is that the Nashua & Lowell Railroad Com- 
pany, against whom a separate suit is pending, being within 
the state of New Hampshire ought to have been made a 
party defendant. 

‘It was intimated in the former decision that if all four 


of the borrowing corporations had been found in one dis- | 


trict a single suit might properly have been sustained 
against them ; but we held that they were not necessary 

rties. The amended bill demands only one-fourth of the 
debt from this defendant, and if its gross earnings are equal 
to that sum I do not see that the other corporations are even 
proper parties to that inquiry. At all events, there is no ad- 
vantage in joining two out of four of the accounting parties, 
= being several and distinct. Demurrer over- 
ruled. 

In the suit of the Nashua & Lowell Railroad Company, 
Judge Lowell holds “that the bill in this case is like that 
= upon in Ogdensburg & Lake Champlain Railroad 

mpany vs. Boston & Lowell Railroad Corporation, and 
has not been amended to meet the objections sustained in 
that case. The order must therefore be, demurrer sustained.” 


Pennsylvania.—This company’s statement for January 
shows for all lines east of Pittsburgh and Erie, as compared 
with the same month last year: 


An increase in gross earnings of (3.4 per cent.).......... $105.664 
An increase in expenses of (15.4 per cent.)............... 265,101 


Net decrease (11.7 per cent.)................2. 000000 $159,437 Lak 


For the month all lines west of Pittsburgh and Erie show 
a surplus over liabilities of $381,539, being a gain of $80,- 
712 over the same month last year. 

Mr. J. K. Cowen, attorney for the Baltimore & Ohio, has 


brought suit against the Pennsylvania Railroad Com 
for $1,000,000 damages, in the Superior Court at Iti- 
more. The cause of action is the roger say of travel 
and delay of passenger and freight trains at the junction in 
Philadelphia on the New York route of the Baltimore & 
Ohio Railroad. Suits have been brought against the Balti- 
more & Ohio Railroad for damages for delay at thesame 
int in transporting cattle and causing them to miss a 
igher market than the prices when the train reached New 
York. Inthe same court Nathan Lz:hman and Abraham 
Lehman, Lewis Myers and William Houseman, and Jacob 
Ellinger and Henry C. Seymour, have respectively brought 
three suits et the Pennsylvania Railroad Company for 
$5,000 each damages for loss on cattle. 


Philadelphia & Reading.—A cross-fire of circulars 
and appeals to stockholders is kept up by the opposing par- 
ties, and will doubtless continue up to the day of election. 
The Masters have reported to the Court as follows for 
January : 

Balance, Jan, 1........... 


$71,957.78 
Receipts fur the month 


5 
2,413,774.44 
$2,485,732.22 
2, 165,274.91 


PN Ma ooo ot caw enm ah Ki wen sa ek 


Among the receipts filed in a separate account is an item 
of $156,136.23 paid as installments on deferred income 
bonds. This account is kept separate under order of the 
Court, so that if the scheme fails the money can he paid back 
to subseribers without diminution. The balance credited to 
the Coal & Iron Company for the month is $140,792.35. 

Another bill in equity has been filed by the McCalmonts’ 
attorneys, praying that Franklin B. Gowen may be restrained 
from voting in the right of any shares which stand in the 
name of the company defendant, or in the name of any per- 
son or persons who hold the same in trust for the company, 
or in the right of any shares belonging to the company de- 
fendant which have been pledged as collateral securities for 
any debt due by the company, and have been transferred into 
the name of any creditor or creditors of the company, or 
into the name of any other person or persons to hold on 
their behalf, and particularly from voting by virtue 
of any proxy heretofore given in the right of 
1,000 shares of stock of the company now _ stand- 
in the name of Samuel R. Shipley, which were pledged by 
the Railroad company to the Provident Life & Trust Com- 
pany. Before failure the company had pledged large num- 
bers of its shares as security for money borrowed, trans- 
ferring them on the books to the creditors, from whom Mr. 
Gowen has obtained and is still obtaining proxies. The 
1,000 shares in the name of Samuel R. Shipley, President of 
the Provident Life & Trust Company, were collateral for a 
loan of that corporation to the Reading, and it is alleged 
that Mr. Shipley has executed a proxy entitling Mr. Gowen 
to vote upon those shares, although they are the property of 
the company. The McCalmonts claim that these shares can- 
not legally vote, and that it is pasticularly illegal for a 
president to use them to re-elect himself. The Court has 
fixed March 9 for a hearing on this bill. 


Philadelphia, Wilmington & Baltimore.—The ne- 
gotiations in relation to the future of this road do not appear 
to be completed yet, though the main fact of the transfer of 
the controlling interest is settled. A number of the Boston 
stockholders have signed a power of attorney, constituting 
Henry P. Kidder, C. W. Cotting, Henry L. Higginson, 
Charles P. Cowditch and Wm. Minot, their attorneys, with 
power to sell and transfer their stock. 


Portland & Ogdensburg.—The Boston Advertiser 
says: ‘*The directors of the Portland & Ogdensburg Rail- 
road have transferred to the city of Portland all mortgage 
bonds of the road held as collateral, upon the surrender of 
the stock of the company, also held in security by the city, 
and the discharge of the bond of the company to the city. 
This gives to the city a perfect title to $1,550,000 of the 
stock of the road, and it also owns about $350,0C0 more in it. 
The city now has sufiicient stock to control the manage- 
ment, and will fight the equity suit of the Mercantile Trust 
Company of New York, which wants the New Hampshire 
portion of the road covered by a mortgage to secure the $80,- 
000 worth of bonds held by them.” 


Red Wing & Ilowa.—This company has been organized 
at Red Wing, Minn., to build a railroad from that town to 
the Iowa state line to connect with projected lines in Iowa. 


St. Louis & Eastern.—This company has filed articles 
of incorporation in Illinois to build a railroad from thast 
Carondelet southeast to Georgetown in St. Clair County, 
about 18 miles, with such short branches as may be re- 
quired. The object is probably to reach coal mines. 


St. Louis, tron Mountain & Southern.—At the an- 
nual meeting in St. Louis, March 1, the stockholders voted 
to authorize the proposed increase of capital stock to 
$35,000,000; also the proposed funding of all the indebted- 
ness of the company in consolidated mortgage bonds, and 
the use of a part of such bonds to lay the road with steel 
rails. 

St. Louis & San Francisco.—In St. Louis, March 1, 
the stockholders voted to authorize the issue of consolidated 
bonds not to exceed $30,000,000 in amount and 6 per cent. 
in interest, to be used to fund all the existing debt; the sur- 
plus to be used for building new lines and branches. 


Sauk Centre & Northern.—This company has been 
organized to build a railroad from Sauk Centre, Minn., 
northerly to some point on the Northern Pacific between 
Motley and Perham; capital stock, $1,000,000. 


Syracuse, Chenango & New York.—Certain stock- 
holders have obtained a temporary injunction to restrain 
the transfer of this road to the Burt sy1Slicate, which has 
lately bought a two-thirds interest. Argument is to be 
heard shortly on a motion to make tke injunction permanent, 


Terre Haute & Mississippi.—This company has filed 
articles of incorporation in Indiana for a railroad from 
Terre Haute southward to a point in Sullivan County, Ind. 
The object apparently is to conneet with the Springfield, 
Effingham & Southeastern road. 

Troy & Greenfield.—A bill has been reported favorably 
to the Legislature to authorize the Supreme Court to take 
jurisdiction on the petition of the old Troy & Greenfield 
Company, and to decide what amount the company must 
pay to redeem the rvad and the Hoosac Tunnel from the 
state. : 

Utah & Nevada.—The bondholders who bought the Utah 
Western road at foreclosure sale in August last have organ- 
ized this company, which. will take ssion of the road at 
once. It is now in operation from Salt Lake, Utah, to Ter- 
minus, 37 miles; the new bmg oe d purposes extending it to 
Tanner’s Springs in Tintic Valley, 87 miles from Salt 


2. 


West Virginia Railroad Regulation.—The so-called 
Wilson bill to regulate rates and prevent discrimination, 
which last week passed the West Virgini 


ia House, has been 
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Ohio & Mississippi. 

This company owns a line from Cincinnati to East St. 
Louis, 340 miles, with a branch from North Vernon, Ind., 
to Louisville, 53 miles, and the Springfield Division from 
Shawneetown, Ill., to Beardstown, 222 miles, making 615 
miles in all. The property has been worked since Nov. 17,. 
1876, by John King, Jr., as Receiver under the United 
States Circuit Court, and the following statements are from 
his report to the Court for the year 1880 : 

The earnings of the Main Line and Louisville Branch, 393 
mniles, for the year were as follows : 




















1880. 1879. Increase. Pe, 
Passengers.............. .. $1,139,370 $929,681 $209,689 22.6 
ET nk Goren v ees «hb oue-< 2,909,673 2,284,023 625,650 27.4 
Mail and express ........ 230,291 191,181 39,110 20.5 
eee $4,279,334 $3,404,885 $874,449 25.7 
Less transfers............ 345,891 264.761 81,130 30.6 
Gross earn........... $3,933,443 $3,140,124 $793,319 25.3 
Expenses, less transfers 
DO GROCS, oo vedic ccice sens 2,694,465 2,084,927 609,f38 29.2 
NR iii essai Seta $1,238,978 $1,055,197 $183,781 17.4 
Gross earn. per mile...... 10,009 7,990 2,019 25.3 
Net a gee 3,153 2,685 468 17.4 
Per cent. of exps......... 68.51 66.40 el. ances 
The amount charged during the year for improvements 


was $474,084, of which the sum of $386,161 was for steel 

rails. There are now only five miles of track with old iron 

rails, and these will be relaid with steel this year. 
The earnings of the Springfield Division, 222 miles, 


were: 

1880. 1879. Increase. P.c. 

Gross earnings............$442,867 $362,116 $80,751 22.3 

pe Pe errre. 365,894 59,242 16.2 
C2 eee er GET fee) sdsedaue at 

RR siissiini ca ketcde ouceaan $3,778 i ad als 

Gross earn. per mile...... 1,995 1,631 $364 22.3 

Per cent. of exps... ..... 96.00 ORME -seneamnd 


On this division the sum of $57,152 was spent for improve- 
ments, $42,840 being for rails. The total net earnings of all 
lines were $1,256,709, against $1,051,419 in 1879. 

The condition of the floating debt is as follows: 





EE: Sg Batis es  ddainkds seseGree kere <dacgriees . $447,973 
Claims anterior to Nov. 18, 1876, audited........ $85,076 
Less collected on old account.................... 748 

— 84,329 

MN radars eb akd dae seen ud cemneisa.ts's . $532,301 

Ne Se Fe FOI ios 5.5. nis 5 scene cticqiessnSencdenssnceicen 199,936 

Unpaid, Dec. 31, 1880... ....... aeebeweddans acaeeebe $332,365 


‘The floating debt as recognized due Nov. 18, 1876, was 
$1,401,736, to which should be added amounts since audited, 
less amounts collected in final settlements, $162,470, making 
$1,576,205, of which only $332,365 remain unpaid. 
There are also outstanding debenture bonds of the company, 
unsecured, which will mature May 1, 1883, to the amount of 
$140,000, upon which eight coupons are due and unpaid to 
the amount of $39,200. 

The sinking fund for the first-mortgage bonds, the annual 
payments to which are now $144,000 in arrears, the Re- 
ceiver says exists under a contract made in 1872 between 
the company, the trustees under the first mortgage, and the 
Union ‘trust Company—the latter as- Special Trustee of the 
sinking fund then created ; and while the payment of these 
annual contributions is not secured by any lien under the 
first mortgage, the liability of the company for the same is 
not to be overlooked in any final adjustment of the com- 
pany’s debts. 

The first-mortgage coupons due in 1880 were paid: the 
seconc-mortgage coupons due Oct. 1, 1879, were paid April 
1, 1880; the coupons due April 1, 1880, were paid at ma- 
turity; the coupons due April 1, 1877, were paid Nov. 1, 
188u; the coupons due Oct. 1, 1880, were paid Nov. 1, 1880; 
the first-mortgage Springfield Division coupons of Mav 1, 
1877, were paid Nov. 1, 1880; the coupons due Nov. 1, 1877, 
were paid Nov. 1, 1880; the first coupons due Nov. 1, 1880, 
were paid at maturity. The interest on the Western Divi- 
sion bonds, income Western Division bonds and funded debt 
bonds, was paid at maturity. 

The amount due and unpaid Dec. 31, 1880, for coupons 
and for sinking funds on mortgage bonds was as follows: 
Four coupons on second-mortgage bonds............... $536,480 
Five coupons on Springfield Division bonds.... ........ 348,075 
Four appropriations to sinking fund of first-mortgage 

144,000 


RR SE Pa ee eT Fee gitscnieee 
Eight appropriations to sinking funds of second-mort- + 
132,000 


gage bonds 


Total $1,160,555 

The Receiver’s report says: ‘In 1876 and 1877 the net 
earnings of the eutire road were not sufficient to pay the 
fixed charges. During 1880 the fixed charges for interest 
upon the bonded debt, including the Springfield Division 
bonds outstanding, amo~nted to $889,630. The net earnings 
were $1,256,709, fshowing the surplus earnings over the 
fixed charges (exclusive of interest on debentures) to have 
been $367,079, notwithstanding the amount ($531,236) 
charged during the year for the improvement of the 
properey. 

‘* During the past year the petition of George Henry War- 
ren, Edward H. Green and others, holders of preferred stock, 
to have such stock declared a prior lien on the property of 
the road in advance of the second-consolidated mortgage, 
and the accumulation of interest, at the stipulated rate of 7 
per cent. per annum upon such preferred stock, paid before 
any further payments of second-consolidated mortgage in- 
terest,was fully argued before his Honor, Judge Drummond, 
at Chicago, and cecided by him in favor of the claim of 
the priority of the second-consolidated mortgage, and 


against the preferred stockholders. An appeal has 
been taken from this decision to the Supreme 
Court of the United States, at Washington City, 


where the matter in controversy will be finally dis- 

of, it is supposed, in about two years. The total 
amount of preferred stock is $4,030,000. The accumulated 
interest thus claimed amounts to more than $1,800,000. 





rejected by the Senate. 


This large amount claimed by the preferred stockholders 
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niakes the question of their priority over the second-consoli- 
dated mortgage bondholders, if decided adversely to the lat- 
ter, one of great importance to the company, and one which 
may involve the company in serious financial difficulty. And 
this contingency, while not regarded as probable, in view of 
Judge Drummond’s very carefully considered opinion, is, 
nevertheless, among the possibilities of the future, without 
reference to which it would be unwise to take any decided 
action in formulating a programme for the e tion of 
the company from its embarrassments. 

‘**T also add that the suit —— by F. P. Dimpfel and 
others, to cancel the sale of the Springfield Division, been 
appealed to the Supreme Court of the United States, and is 
there pending, and thus the additional ibility is involved 
of the loss of this valuable branch, with the liability of being 
subjected to an account for rents and profits, and of dis- 
bursements for repairs and improvements covering the pe- 
riod of occupation.” 


Marietta & Cincinnati. 


This company owns a line from Cincinnati & Baltimore 
Junction, just outside Cincinnati, to Belpre, 188 miles, with 
a branch from Belpre to Marietta, 11.1 miles; the Scioto & 
Hocking Valley Branch, Hamden to Portsmouth, 55.4 miles 
and a branch from Blanchester to Hilisboro, 21.4 miles, 
making 275.9 miles owned. It leases the Cincinnati & Balti- 
more, 5.8 miles, which forms the entrance into Cincinnati, 
and the Baltimore Short Line, which is 2a loop 30.3 miles 
long near the eastern end, and which is used as the main line, 
the old line being practically abandoned. This makes 312 
miles in all. The road has been in the hands of a receiver 
since June 27, 1877, and the following statements were made 
by bim at the recent annual meeting. 

The gross earnings from Nov. 1 to Dec. 31. 1879, were 
meng for the year 1880 they were $2,101,720, or $6,736 
per mile. 

The income account fer the 14 months from Nov. 1, 1879, 
to Dec. 31, 1880, was as follows: 

Gross earnings ($7.845 per mile)...................06+ 3$2,447,634.70 
Working expenses (86.59 per cent.)...............4-. 2,119,501.02 


Net earnings ($1,052 per mile)................ $328,133.68 
pT et ar ee hE er ere $82,813.31 
Rent, Cincinnati & Baltimore .. ........ 143,174.05 
Baltimore Short Line.............. 228,526.50 
Cin., Ind., St. L. & Chi. tracks.... 7,495.00 
of depots, etc., in Cincinnati....... 40,666.88 
Coupons, Scioto & Hocking Valley bonds 31,645.00 
Miscellaneous charges............... 2+. 4,192.11 

—-_ 538,512.85 

NS iiiic ddd ii oe ib Scc dancesbSSiadeeenpee eee $210,379.17 

This deficit, it will be observed, does not include ony in- 

the bonds of the 


terest upon the bonded debt, except on 
Scioto & Hocking Valley Branch. he bonds are a first 
lien upon the branch, and interest is doubtless paid in order to 
prevent ase parate foreclosure. ‘The la rentals paid for 
the Cincinnati & Baltimore and the Baltimore Short Line 
roads absorbed more than the net earnings. 

By the latest statement the bonded debt (exclusive of the 
$300,000 Scioto & Hocking Valley bonds) consisted of $3,- 
500,000 first-mortgage 7 per cent. bonds; $2,500,000 second- 
mortgage 7 per cent. bonds ; $3,000,000 third-mortgage 8 
per cent bonds and $4,000,000 fourth-mortgage 8 per cent. 
bonds, a total of $13,000,000, with an annual interest 
charge of $980,000. The arrearages on account of interest 
during the receivership are as follows: Coupons—six first 
mortgage at $122.500, total $735,000; seven second 
mortgage at $87,500, total $612,500 ; eight third mortgage 
at $12¢,000, total $960,000 ; seven fourth mortgage at 
$160,000, total $1,120,000 ; grand total, $3,427,500. The 
rape ee & Ohio is a large owner of the bonds and also of 
the stock. 





Chicago & Alton. 


Advance sheets of the report of this company for 1880 
is us too late for extended summary or comment this 
week 

The lines operated included 840.46 miles, as at the close of 
1879. There are 62.62 miles of second track and 158.45 
miles of sidings, an increase of 0.56 mile second track and 
20.57 miles of sidings. There are 728.51 miles laid with 
steel, an increase of 72.95 miles. 

The equipment consists of 207 locomotives, 105 passenger- 
train cars and 5,383 freight cars, an increase of 20 locomo- 
tives, 10 passenger-train cars and 1,165 freight cars. 

The stock and debt are as follows : 





PE Bia 0 nh 06s eaehaW ted: Abda Oe aes dna dERRS $2,425,400 
Co ss cect ncamks in nsbkanmecadbaes atmos 11,181,400 
Convertible scrip outstanding............... ...seeeces 72 
DOR GIG GE De obcdine os ceca ccncascscoscccces .... 12,981,950 

Dadal shalt Gi Ga. o's siis-oncdancedsccccnasasiaed $26,588,822 


The amount of common capital stock has been increased 
11,160 shares, which have been sold by the company for the 
purpose of providing additional equipment, and the amount 
of bonded indebtedness has been reduced by the cancellation 
of $61,000 of sinking fund bonds since the date of the last 
annual report. 

The company has expended large sums obtaiued from time 
to time by the sale of its stock and bonds for permanent 
additions to its leased lines and for rolling stock used on 
them. 

The leases are perpetual, and the property thus held may 
be considered as owned, subject to the payment of annual 
rent. 

The traffic for the year was as follows : 


1880. 1879. Increase. P.c. 
Passengers carried. .... 1,203,549 843.429 360,120 42.7 
Passenger mileage..... 78,270,565 54,210,073 24,051,492 44.4 
Tons freight carried.... 3,071,788 2,634,177 437,611 16.6 


Iu operating the lines 230,111 tons of coal and 5,885 cords 
of wood were consumed. The average number of men em- 
ployed was 4,108, against 3,589 in 1879. 

The earnings for the year were as follows : 














1880. 1879. Increase. P.c. 
Passengers ..... $1,624,668.08 $1,311,708.17 $312.959.91 23.y 
Freight......... 5,808,484.30 4,242,791.39 1,565,692.91 36.4 
Express, mail 
Gee taba ca buss 254,073.60 201,177.63 52,895.97 26.3 
eee $7,687,225.98 $5,755,677.19 $1,931,548.79 33.6 
Expenses........ 4,061,823.74  3,049,520.63 1,912,303.11 33.2 
Net earn- 
ings.......$3,625,402.24 $2,706,156.56 919,245.68 34.0 
Gross earn. per 
ae ee 9,146.45 7,313.44 1,833.01 25.1 
Net earn. pe 
WIIG cs .28dea xs 4,313.59 3,438.57 875.02 25.4 
Per cent. of ex- * 
penses........ 52.84 MRE: 64006 <evesnser a 
Re leased lines all show an increase in gross earnings for 
the year. 
The operation of the leased lines during the last year has 


afforded a continued demonstration of their great value to 
the company. 

During the last year $1,133,124.57 was expended for ad- 
ditional depot grounds, building, side tracks, locomotives 





and cars, of which sum $1,116,441.28 was derived from the 
sale of 11,160 shares of the common capital stock of the 
pay yao ‘and the balance, amounting to $16,683.34 was 
paid from income account. 

oan report of ~ 1 — — = ar e? = condition 
of the pro o! company has been, in partments, 
fully Prelataioed during the last year, and in many 
respects greatly improved. There now remains on 
the lines between Chicago and Kansas _ City, 
Chicago and St. Louis, and St. Louis and Kansas 
City, only 38.38 miles of iron rails in main tracks, 
all of which will be replaced with steel rails, now under con- 
tract, to be delivered early in 1881. Contracts were made 
last year for the erection of 22 iron bridges, to take the 
place of an equal number of wooden ones, but by reason of 
unexpected delays, only part of that number were com- 
pleted at the close of the year. 

‘The substitution of steel and iron for wood in bridges has 
been continued until very few bridges of wood now remain 
on our lines. : 

“The work of reducing the inclination of the steepest 

des on the several divisions of the road has been continued 
uring the last B wens and has been a on the 
division between Chi: and Bloomimgton, 126 miles. The 
roaximum inclination of grades on that division. in the direc- 
tion of the largest traffic, is now 24 feet per mile. 

‘This improvement will be of great value in reducing the 
cost of transportation. Considerable work of the same kind 
= been done during the last year between Louisiana and 

exico.” 


Pennsylvania Railroad. 


The report of this company for 1880 covers, as usual, the 
lines worked directly, which are as follows: 

“1. The Pennsylvania Railroad Division, including the 
main line from Phil adelphia to Pittsburgh, 358 miles, with 
762 miles of branches, 1,129 miles in all; an increase of 27.5 
miles of branches. 

2. The United Railroads of New Jersey Division, includ- 
ing the main line from Jersey City to Philadelphia, 89 miles, 
and 313 miles of branches; also the Delaware & Raritan Ca- 
nal, 66 miles, in all 402 miles of railroad and 66 of canal; a 
decrease of 28.5 miles caused by the abandonment of tlie 
Mercer & Somerset road. 

8. The Philadelphia & Erie Division, a main line from 
Sunbury, Pa., to Erie, 288 miles. 

The earnings and expenses of these lines for the year were 
as follows: : 


I, PENNSYLVANIA RAILROAD DIVISION. 





1880. 1879. Ine. or Dec. 
From general 
freighta.......... $20,234,046.44 $17,016,988.65 L. $3,217,057.79 
From miscellane- 
ous freights...... 278,347.54 285,016.47 D. 6,668.93 
From first-class 
passengers..... 4,110,797.68 3,336,798.29 I. 773,999.39 
From emigrant 
passengers....... 326,348.97 216,408.79 I. 109,940.18 
From Adams Ex- 
__ Seer 351,812.06 309,798.43 I 42,013.63 
From carrying U. 
=r 371,276.56 352,152.89 I. 19,123.67 
From miscellane- 
ous passengers... 99.742,59 75,065.73 1, 24, 676.86 
From rents........ 215,285.78 151,399.06 I. 63,886.72 
WER cnrsrccd $25,987,657.62 $21,743,628.31 I. $4,244,029.31 





For conductin 


& 
transportation... $5,319,345.75 $4,751,993.95 I. $567,351.80 





For motive power. 4,003,728.41 3,235,491.94 I. 768,236.47 
For maintenance 
i ee 1,805,747.07 1,425,464.05 I. 380,283.02 
For maintenance 
| ae 2,488,729.18 1,971,503.41 I. 517,225.77 
For general ex- 
SONGRR: ....0cc0s as 433,935.37 367,167.20 I. 66,768.17 
TOR cscs $14,051,485.78 $11,751,620.55 I. $2,299,865.23 





Net earnings ...$11,936,171.84 $9,992,007.76 I. $1,944,164.08 
II. UNITED RAILROADS OF NEW JERSEY DIVISION. 








1880. 1879. Inc. or Dec. 
From general ° 
freights.......... $6,385,410.17 $4,894,941.91 I. $1,490.468.26 
From __miscella- 
neous freights... 132,338.36 106,309.03 I. 26,029.33 
From first-class 
passengers....... 4,101,582.05  3,645,196.49 I. 456,385.56 
From _ emigran 
passengers.... .. 60,930.85 40,846.11 L 20,084.74 
From Adams Ex- 
are . 265,093.49 235,064.82 I 30,028.67 
From carrying U.S. 
ID sie ankmeane 136,598.25 131,128.04 I, 5,470.21 
From _ miscella- 
neous passen- 
Rin cuesmasenas 43,298.00 35,397.55 1. 7,900.45 
From Delaware & 
ritan Canal... 419,430.57 695,959.10 D. 276,528.53 
Total.... ... $11,544,681.74 $9,784,843.05 I. $1,759,838.69 
For conducting 
transportation. ..$4,090,060.71 $3,101,264.92 I. 795.79 
For motive power.. 1,757,604.26 1,453,723.38 L 303,880.88 
For maintenance 
| eee 526,004 72 454,953.59 I 71,051.13 
For maintenance 
* ores 1,440,154.43 1,104,016.12 I 336,138.31 
For general expen- 
“SAP ree 70,040.36 59,978.67 1. 10,061.69 
For canal expen- 
Ras cavwe secacgs 331,343.53 326,924.85 I. 4,418.68 





Tape $8.215,208.01 $6,500,861.53 I. $1.714,346.48 
Net earnings.$3,329,473.73 $3,283,981.52 I. $45,492.21 
Ill. PHILADELPHIA & ERIE DIVISION, 


Total 

















1880, 1879. Inc. or Dec. 
From general 
eee $3,130,835.38 $2,589,029.65 I. $541,805.73 
From miscellaneous 
POMMAS. .. 202000 97,494.54 93,689.13 L 3,805.41 
From first-class pas- 
ere 424,674.84 336,994.97 I 87,679.87 
From emigrant pas. 
sengers........... 6.080.75 3,371.81 L 2,708.94 
From express....... 31,582.68 31,276.29 I 306.39 
From carrying U. 8. 
SR s< caved ove 26,481.45 26,507.59 D. 26.14 
From miscellaneous 
passengers........ 10,583.49 10,938.37 D 354.88 
, RGR ert: $3,727.733.13 $3,091,807.81 I. $635,925.32 
For conducting 
transportation.... $763,917.27 $665,773.28 I. $98,144.99 
For motive power.. 703,477.00 635,127.21 I. 68,349.79 
For maintenance of 
ik sitesen bike 274,425.50 223,563.03 I 50,862.47 
For maintenance of 
WOR sé nsccsascee 616,534.01 605,704.55 IL. 10,739.46 
Doted ios .covvevd $2,358,353.78 $2,130,258.07 I. $228095.71 
Net earnings... ..$1,369,379.35 $061,549.74 L $407,829.61 


A summary of the income account is as follows: 











Net earnings, Penn. R. R. Div., as above........... $11,936,171.84 

Interest from investments.................6. 0 cceeee 903,669.31 

nterest on equipment, branch roads.......... .... 243,549.76 

Balance of in OUR 8 io dan ¢ én06 cic'cceescase 285,799.33 

Royalties on coal, Mineral R. Rk. & 

i .-hesnsshitaaeh 6 seapees 799.89 
Less depreciation of coal lands... ... 28,276.05 

== 71,523.84 

Profits from sale of securities, etc......... ........ 21,203.80 
Empire Line. net earnings............ $403,128.39 
Less tax and car trust payments..... 123,123.33 

—— 280,005.06 

Total. Pons. BB Dty.....005-s0ssrecsecsesecs $15,741,922.94 
Rentals of branch roads.............. 21,503.56 
Interest om equipment, branch roads. 50,105.35 
Rent, Harrisburg & Lancaster R. R.. 130,917.43 


Interest on bonded debt......... eee 3,572,148.00 
os to state on purchase of main 


201,391.08 











Interest on car trusts................. 482,156.69 
Interest on mortgages, and ground- 
RE oe I er 87,748.26 
Premium, exchange, etc.... ......... 3,421.71 
State tax on dividends............... 241,045.70 
—— 5,690,427.78 
Net income, Penn. R. R. Div.......,.......... $10,051 485.16 
Net earnings, United R. R. of N. J...$3,329,473.73 
Interest in cash from investments.... 192,384.24 
© RRS eer $3,521 ,857.97 
Dividends, interest, ete............... 4,524,021.90 
Interest on Bel. Del. equipment...... 33,144.94 
Total Charges. ......000.cesceees $4,557.166.84 


Net loss on New Jersey lease......... ° -  1,035,308.87 
a. -—_. —_—_ 
$9,016,176.29 





Balance remainin 





Net earnings, Phila. & Erie........... $1,369,379.35 
Interest on equipment... ....... .... 162,200.47 
Extraordinary charges................ 106.567.08 
Be ie ncisscscicsccinas $268,767.55 
Net income, Phila. & Erie...... $1,100,611.80 
Paid Phila. & Erie Co. as rental 


Swenes 1,100,611.80 





Balance from operating roads...... ......... 


$9,016,176.29 
Payments to trust fund of Oct. 9. 1878, 








or purchase cf securities........... 600,000.00 
Consol dated mortgage bonds re- 
Pasa tadd-tenbetinbes sone cdan 291,000 00 
Northern Central, one-half loss on 
DD itcbatckebénne dans vedcacnee ‘ 27,423.37 
Balt. & Potomac, advances.......... 29,459.10 
Shamokin CoalCo., “ —.......... 7,000.00 
Phila. & Erie 7. . Gack sukews 25,574.81 
Allegheny Valley ad igereninn 332,150.00 
Sunbury, Hazleton & W., advances. 50,000.00 
Frederick & Pa. Line - 15,000.00 
' ———_ 1,377,607.28 
pe Se ee ee ee ee eee $7.638,569.01 
TT | rr re 4,820,914.00 
Balance to credit of profit and loss.......... $2,817,655.01 


Settlement of old accounts and profit on sale of se- 
curiti 795,220.37 
Sisic “weebse 4, 181,073.33 


SE ee ~ $7,775,948.71 


It will be noticed that the gross earnings of each of the re- 
spective divisions show a closely ——— increase, and 
that the expenditures of the Pennsylvania Railroad Division 
proper and the Philadelphia & Erie Railroad Division bear a 
fair relative proportion thereto, leaving a gratifying increase 
of net profit from the greater volume of business. On the 
New Jersey Division, however, the increased cost has been 
almost equal to the increased revenue. This is largely due 
to the continued expenditures required to replace in a more 
efficient shape the temporary structures and old equipment 
formerly upon that line. In addition to this it must be borne 
in mind that upon that division rests the burden of providing 
exceptionally expensive facilities for the large volume of traf- 
fic concentrated upon itfrom the Main Line and your exten- 
sive system of tributary roads and also as the connecting 
link between the two most important cities of the Union, of 
—— to the public the highest standard of passenger 
service. It may reasonably hoped, however, that with 
these improvements the continued increase of traffic which 
must be developed upon so important a line will gradually 
yield a more satisfactory result. 


CONSTRUCTION, 


The amount expended for construction, equipment and 
real estate during the year were as follows: 
Construction : 
Penusylvania R: R.............. 


R $1.942,804.54 
United R. R. of New Jersey. .... 


667,611.14 
$2,610,415.68 





Equipment : 
Freight and passenger 

cars, tools and ma- 

RS $ 696,671.47 
Steuamboats.......... 78,590.00 
gS 74,000.00 

—_——— $849,171.47 
Less amount received from Alle- 
gheny County for equipment de- 
stroyed in July, 1877.... ....... 504,275.00 
-— —_— 344,896.47 
Real Estate : 
Pennsylvania R. R............... $1,020,596.43 
United R, R. of New Jersey..... 


141,250.50 


1,161,846.93 
Improvements and extensions of 
branch and connecting “Tr 760,794.71 


$4,877,953.79 
Against the above charges the following credits were 
made: 


Construction : 
Pennsylvania R. R.,cash from sales 
“> 2S $364.00 
rr R. R. of uJ. pessaats = 
of property, ne rs) 
equipment... . . hamet ie . saeeet 191,626.89 


Uni R. R. of N. J. stock, re- 
ceived on account of Harsimus 
improvement 

ane Es = : : 
ennsylvania R.R., by property 
— principally Bryn Rawr 
WE ite'sthd das seks cigeteeseaes 
Value of United R. R. of N. J. 
stock, received on account of 
Harsimus improvement 


339,991.20 


20,000.00 


By amount charged to branch 
roads, as above 760,794.71 
— ———— $1,372,785.60 


—_—— 


Balance, being net increase on 
Penn. R. R. and United R. R. of 
N.J.in construction and equip- 
ment account during 1880 $3,505, 168,19 


It will be noticed from this statement that the amount ex- 
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pended for new work upon all of the lines east of Pittsbur gh | 
and Erie during the past year, charged to capital account, 
was larger than usua!. Tais was due to the necessity for 
providing new azd additional facilities to properly take care | 
of the increase of traffic ¢ consequent upon the unusual pros- | 
perity of the country. 

The most important items of this construction account | 
were as follows : 

1. The completion of the elevator and construction of the | 
adjacent doc’ facilities at Harsimus Cove. This elevator is 
a most substantial structure, and will aid materially in the | 
economical handling of grain at the New York terminus. 

2. The purchase of additional property on the New Jersey | 
leased lines. 

3. Straightening the line through the expensive trap-rock | 
cut near Jersey City. This wor k, begun several years since, 
has been steadily continued, the materials taken therefrom | 
being used principally in ballasting the New York Divis 
ion. A portion of the straightened line has already been | 
brought into use, and during: the present year an additional | 
section will be completed. This will niaterially improve the 
alignment and give additional track facilities so much re- | 
quired in approaching Jersey City. 

4. At Poilade)phia, completing the docks and piers on the | 
old Navy Yard property, and the line on the west bank of 
the Schuylkill River connecting the main tracks in West 
Philadelphia witb the Delaware Extension. 

5. Improving and straightening the Main Line between 
Philadelphia and Lancaster, especially at the point known 
as the Valley Creek Bridge. 

6. The largest item of construction expenditure represents 
the work done during the past year on the Filbert Street Ex- 
tension, which will be more fully referred to in a subsequent 
part of the report. This work, which was started at the 
date of the last annual report, has since been vigorously 
prosecuted. Th2 approach across the yard tracks in West 
Philadelphia, the iron bridge over the Schuylkill River ‘and 
the iron approaches thereto, together with al! the brick | 
arches and nearly all the street bridges, are completed and 
the tracks partially laid thereon. It is expected that it will 
be finished so as to be brought into use the coming summer. 

7. The important structure at P.ttsburgh, kno'wn as the! 
Hospital Bridge, erected for the purpose of carrying I'wenty- 
eighth street over the yard tracks at that point, has been | 
completed. 

Some additional improvements and side tracks were made | 
upon the Philadelphia & Erie Railroad, costing about $100,- | 
000, which is deemed advisable to charge to the ‘extraordin- | 
ary expenses of the company. 

‘The amount charged to real estate was expended majnly | 
for the purchase of property for the Filbert Street Ex- | 
tension. This amount is larger than was contemplated | 
when the work was projected, it haviug been thought ad-| 
visable to purchase additional property, which wilil be needed 
for the uses of the company, before it should be permanently 
improved and its acquisition thus made more expensive. 
The construction of this extension having interfered with 
the large warehouse and office of the Adams Express Com- 
pany, used in connection with vour lines, it was deemed 
advisable that the company should acquire their owner ship; 
this has been done on favorable terms, that company con-) 
tinuing to use the property and paying rent theretor. 

The expenditures for account of branch roads were 
principally upon the Southwest Pennsylvania Railway, the 
extensions of the Lewisburg & Tyrone Railroad and of the 
Pittsburgh, Virginia & Charleston Railway and in the ¢ om- | 
pletion of the branch to West Chester. 

The expenditures for equipment represent the construction 
of 50 new passenger cars, the purchase of the outstanding 
certificates in the Oil Tank Car Trust, and the acquisition of | 
the tugs and barges of the National Lighterage Company at | 
the port of New Tok. 

During the year 1881 the outlay for new coustruction and 
equipment wiil probably be q: aite as great as for the past | 
year. Additional improvements must be promptly made, | 
and your properties fully maintained in order to provide fur 
the continually increzsing tratlic and to meet the activity of | 
competitive routes. This matter will be more fully referred | 
to hereafter. 

The debt due to the state of Pennsylvania on acccunt of 
the purchase of the Main Line was reduced during the year 
by the payment of $258,608.92, which was charged to. 
capital aceount; the balance of the annual payment of | 
$469,000 ($201, 391. 08), representing the interest upon the | 


amount due to the state, was charged directly to income | 
account. 

Under the provisions of the consolidated mortgage of the | 
company, there was set apart on July last, out of the net in- 
come, the sum required for the purchase of outstanding 
bonds secured by that mortgage and entitled to the security 
of the covenants therein 1n relation to the sinking fund. 
Bonds to the par value of $291,000 were thus pure hased, and | 
after being canceled were delivered to the trustees under 
the stipulations of said mortgage ; this reduction appears in | 
the Treasurer’s general account. The amount of 
purchased to date is $639,460 at their par value. 

In the last annual report reference was made to the ma- | 
turity, Dec. 21, 1880, of $4,570,000 of the first-mortgage 
bonds of the company, and to the provision made by your | 
board of directors for payment of t le same. On the date | 
referred to, bonds to the amount of $2,867,000 were paid off | 
and canceled, leaving $2,103,000 then outstanding, which | 
amount has since been reduced to $253,000. The money for 
the payment and cancellation of the balance of said bonds is 
held as aspecial fund by the Treasurer. 

The bonds to the amount of $1,000,000, at 6 per cent., ma-| 
turing Jap. 1, 1881, secured by a mortgage upon the Navy 
Yard property at Philadelphia, were extended for a period 
of 20 years from that date, at 5 per cent. interest, on terms | 
which yielded a premium to the company. 

In order to enable the Philadephia & Erie Railroad Company | 
to provide for the payment and cancellation of $5,000,000 of 
the 6 per cent. bonds of that c mpany, maturing March 30, 
1881, aranteed principal and interest by the Pennsy]l- | 
vania Railroad Company, your company purchased of the | 
Philadelphia & Erie Railroad Company a certain amount of 
the bonds secured by its general mortgage, the interest | 
thereon — reduced from 6 to 5 per cent. per annum, Of | 
these bonds, $5,000,000 were guaranteed, principal and in- 
terest, by the Pennsylvania ilroad Company. and dis- | 
posed of on satisfactory terms. | 

There are now in the sinking fund for the rede mption of | 
the obligations of the various companies forming the United | 
New Jersey Railroad & Canal Company, securities to the 
par value of $1,479,000, There is also a cash balance, unin- 
vested by the trustees, of $42,629.64. Your company also 
holds an additional amount of $124,000 of bonds, which 
have been redeemed, making an aggregate investment of 
$1,645,629.64, for which you will in tne future, in accord- 
ance with the terms of the lease, receive bonds to be issued 
under the general mortgage of that company. 

The car equipment of your lines, both east and west of 
Pittsburgh, was further” increased during the year to the 
extent of 3,000 box and 2,500 coal cars; 1,500 of these box 
cars were placed upon the western Jines, and the residue of 
the equipment upon those east of Pittsburgh. These cars 
were paid for by the proceeds of the 5 per cent. certificates 


bonds so 


| 352,786.09 per mile in 1879. 





of the Railway Car Trrust of Pennsylvania. Similar ar- 
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rangements have been made with the Pennsylvania Car 


| Trust to provide the means to pay for such additional cars | 


as may be required the present year. These certificates 
have become a favorite form of investment, and in order to 
remove the objection to their temporary character by rea- 
| son of their liability to redemption at short intervais, the | 
new issue will mature at fixed dates, running from ove to 
| ten years, so that purchasers will know when the principal 
of the certificate will be paid. Orders have been given, | 
under the arrangement referred to, to build 3,300 cars, the | 
| eer part of w hich will be constructed at the company’s 
shops 

it will be remembered that under the terms of purchase of } 
the property of the Empire Line, tank car certificates were 
issued to the amount of $900,000 to represent the value of | 
the oil equipment bought from that company. There being | 
$531,250 of these certificates outstanding July 17, 1880, it | 
was deemed advisable that the company “should avail itself 
of its privilege uf anticipating their payment, 
were accordingly redeemed and canceled. These 
| appear in the equipment account at a valuation of $450,000, | 
or one-half their actual cost. The Empire Line continues } 
to show very satisfactory results and such as fully confirm | 
the propriety of its purchase. | 

The total amount of car trust certificates issued has been 
| $8,327,000, of which $3,289,000 have been redeemed, leay- 
ing *5,048,000 outstanding Dec. 31, 1880. 


COMPARISONS 


The earnings and expenses on all lines east of Pittsburgh 
and Erie were as follows: 


| 
cars now 


Rental and 
Interest on 


Gross 





rnings Expenses. Equipment. Net Eocnines. 
eS $41,2 60,072.49 $24.625,047.5; $2, 728,56 2.13 none 6. 7 
RS ara ans 34,62 0,279.17 “20, 382,746.15 2,129,010,50 














2  $4,242,507.42 —-8599,551.63 — 81,797,934.27 
The gross and net earnings per mile of the various divisions 
were as follows : 


Increase .. $6,639,793. 





—-—Penna -—- -United N. -Phil. & Erie.— 

188 ). 1879. 1880. 18 a) 1881) 1879 
Gross earnings. $23,203 $19,908 $24,668 $19,908 $12,944 810,735 
Net earnings....... 10,657 9,146 7, 17 6,682 4,725 3,339 


{ 
The gross earnings of the main Jine from Philadelpbia to | 
Pittsburgh, 358 miles, were $62,873.56 per mile, against 


The percentage of expenses to gross earnings on the several | 
lines for four years has been : 





ISSO. 1879 Las 1877. 
Penna. R. R., Main Line. 51.98 o1.71 2.91 55.47 | 
Penna. R. > including branches.54.07 54.05 é 56.63 | 
United N. J.. Main Line..... .67.99 64.57 yea 
. nited N. J., ine luding branches.70.86 67.4 69.50 
= = S ine ‘luding branches and 
Canal.. 71.16 66.44 66.40 71.30 | 
Delaware & Raritan Canal......79.00 45.97 v5.50 53.30 | 
Phila. & Erie.....:.. 63.27 68 .90 70.06 64. €0 | 


The Main Line of the U nited New 
from Jersey City to Philadelphia. 


Jersey is the 89 miles 


TRAFFIC, 


The traffic of the lines east of Pittsburgh and Erie was as | 
follows: } 


Pas-engers carried: | 











1880. 1879. Inc. or Dee. P.e. 
Main Jine and | 
branches 7.757.940 5.948.645 I, 1,809,295 30.0 | 
United Rail- 
roads of N. J. 8,218,532 7.204.654 If. 1,015,878 14.1) 
Philade Ipbia é & 
Erie .. 598,570 449,102 I 149.468 23.3 | 
Total 16.57 5.042 2 13,602.401 TT. 2.972.641 21.8 
assenger mileage: 
Main line and | 
branches. . 196,939,640 155.784,178 I, 41,155.462 26.4 
United Rail 
roads of N. J. 171.055.3877 146,914,158 I. 24,141,219 16.4 
Philadelphia & 
Erie. 792,169 11,562,653 I. 3,229,516 28.0 
Total 382.787.1956 314.260.9891. 21. 8 
Tons freight carried: 
Main Line and 
Branches.. 15,364,788 13,684,041 LL 1,680,747 12 
United  Rail- 
—— of New 
Jers 5,824,840 5.052,995 1. 771,845 15.3 
| Philadelphia & 
— Sey +,.861.463 4.130.126 1. 731,337 17.7 
Delaware & 
Raritan Ca- 
| SS ee 1,348,082 2,103,510 D. 755,428 36. o| 
Totals..... 27,399.173 24,970,672 1. 3,183,929 2. 7 
Tonnage mileage: 
| Main Line and 
branches... ..2,298.317,322 2.136.708.887 I. 161.608,435 70.6 
United Rail- 
— of New 
sey. ‘ 381,885,409 332.298.977 Eb. 49,586,432 15.0 | 
Philadelphia & | 
Erie... 559,280,067 505,918,017 I. 53,362,050 10.5 | 
Delaware & | 
Raritan Ca- 
ees voles 53,508,532 85,552,368 D. 33,046,836 38.0 
Totals... . 3.292,991,330 3. 061.4 478, 249 IT. 2 231.51 51: 3.0 081 8. 8.6 | 


The average distance traveled by each passenger in 1880 
| over the Main Line and Branches was 25.4 miles, and in 
1879 was 26.2 miles, showing a decrease of 0.8 of a mile. 

In'connection with the passenger business, it may be stated | 


that during 1880 there were handled on the three divisions | 


> as | 


lost 


east of Pittsburgh and Erie 1,283,962 pieces of baggag 
against 1,070,451 in 1879. The entire payments for 
| and damaged baggage amounted to $407.12. 

The number of tons of freight moved over the Main Line 
| and branches, including 976,780 tons of fuel and other | 
materials for the company’s use, was 16,341,568 tons; for | 
the previous year 14,457,502 tons were moved, showing an | 
increase of 1,884,066 tons, or 13.03 percent. Of a 
15,364,788 tons of individual freight transported over the 
Main Line and branches, 2,067,360 were through and 
12,297,428 local freight. 

The coal shipments increased 729,857 tons, and the coke 
shipments 384,871 tons, the aggregate tonnage being 7, on - 
723 tons as against 6,379,995 in 1879, a gain of 1,114,72 
tons. The east-bound coke movement shows a further in. 
crease of 84,647 tous over the preceding year, and the west- | 
bound a gain of 300,224 tons, the aggregate of all ship- | 
ments being 1,612,881 tons as compared with 1,228,010 in | 
1879. The oil and grain traffic both show a decrease for the | 

year. 

There wasa marked increase in the movement of west 
bound freight, both local and through, the former showing 
a gain of 27.99 per cent. and the latter 26.58 per cent. There 
was also an increase of 8.17 per cent. in the mileage of local 
east-bound freight. 

It will be seen that the cost of transporting this traffic was 
increased over the preceding year by the marked advance 
in the price of labor and inaterials, and that it was only 
through the economical movement of a heavier tonnage that 
your lines were able to earn a fair profit. 


, | 
and they Cx 








| 
Net profit on lines west of Pittsburgh for 1879. 
| 
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| On the United Railroads of New Jersey there was a largely 
increased movement in both local and through wes!-bound 
| tonnage, the aggregate increase in both directions being 
| 771,845 tons, or 15 27 per cent., with an almost equivalent 
increase in mileage. 

The Delaware & Raritan Canal shows a decreased ‘coal 
| tonnage of 674,489 tons, which will account for its loss of 
révenue and largely increased percentage of operating 
expenses. 

The Philadelphia & Erie Division also moved ‘a heavier 
| tonnage during the year, the gain being 731,337 tons, or 
| 17.71 per cent., the incveaeedl mileage being mainly on 
through traffic. 

The} receipt and cost per unit of traffic were as follows, iu 
cents: 


Per passenger nerile : 





Penna. R.R. United N. J. P. & E. All lines. 
1880, 1879. 1880. 1879. 1880. 1879. 1880, 1879. 
Receipt... 2.253 2.281 2.126 2.173 2.912 2.944 2.222 2.255 
Ss Ey ‘604 1.682 1.691 1.641 2.413 2.923 1.674 1.709 
| Net. 0.649 0.599 0.435 0.532 0.499 0.02L 0.548 0.546 
Per Pan ‘idle * 
Receipt... 0.880 0.798 1.672 1.473 0.560 0.512 0.918 0.824 
Cost 0.474 0.427 204 1.012 0.358 0.3854 0540 0.480 
TE 0.406 0.369 0.468 0.461 0.202 0.158 0.378 0.344 


Sixty-five locomotives were built at Altoona during the 
year for the Main Line, and 20 for your other roads east of 
Pittsburgh ; 80 passenger, 8 postal, 6 combined passenger 
and bageage, and 8 express cars were also built at that 
point, together with 225 box, 407 gondcla, 43 stock, 18 oil 
tank and 41 cabin and miscellaneous cars. | This was in ad- 
dition to 8,000 box and gondola cars built there under the 
trusts hereinbefore referred to. At the shops on the Phil- 
adelpbia & Erie Railroad, 4 passenger, baggage and express 
cars were rebuilt, and 140 box, gondola and cabin cars. 

There were used upon the Main Line and branches 11,425 
tons of steel and 719,051 ties; onthe P hiladelphia & Erie 
2,379 tons of steel and 183,545 ties. and on the United Rail- 
roads of New Jersey Division 3,417 tons of steel and 262,- 
341 ties, making a total of 17,221 tons of steel and 1,164,937 
ties. 

CONTROLLED COMPANIES. 

The tonnage of the Pennsylvania Canal was 861,798 tons, 
an increase of 55,276 tons. The earnings were $368,769.90; 
net earnings, $183,799.98: interest, $185, 100: deficit for the 
year, 31,600.02. 

The results from tbe controlled coal companies were as fol- 
lows : 

Interest. Profit. 


Gross earn. Net earn. 


Susquehannva _ 


Coal Co BALR44.18 $860,828.20 $151,021.79 $264,806.50 
Summi "hy 

Branch 1.028,460.35 120,679.75 £5.869.81 34,809.94 
| Lykens Val- 

ley ‘ 701,175.39 48,907.80 sn 48,907.80 
Mineral R. R. 

Mining Co.. 1.269,762.67 264,814.08 224,955.51 339,858.57 


This result compares with a considerable net loss in 1879. 
The total amount of coal mined by these companies was 
1,560,206 tons; sold, 1.544.483 tons; average price, $3.35 
per ton, against $2.68 in 1879, 

The results from the controlled railroad companies may be 
summed up as follows: 





The American Steamship Company has continued its regu- 
lar service during the past year with results comparing 
favorably with previous years, and your company have not 
| been called upon to make any direct advances on account of 
ian guarantee of the bonds. The efficiency and earning 

capacity of this line would be very materially increased by 
| the construction of additional vessels of larger carrying 
| capacity, the expediency of which, however, has not yet 
been fully determined. 


Net Profit 
Earnings. receipts, Charges. or Loss. 
Northern Central.$5,050,387 $°,043.634 $1.417,.791 P. $625,843 
Baltimore & Po- 
a 790147 157,454 272,342 L. 114.858 
hichmond & Dan 
ville. --- 1,990,347 843.851 610,555 P, 233,326 
le — ind Val 
ae . 586,946 220,539 P. 9,661 
sein “ny Valley. 1,919,529 1,651,845 TL. 819,533 
;W est Jersey 798,691 212,636 P. 62,926 
Camden & ‘Phila. 
| Ferry... 151.101 56,648 10,860 P. 45,788 
} Charges on Cumberland Valley road include 10 per cent. 
| dividends on the siock, 
| 
| 
| 





LINES WEST OF PITTSBURGH. 

The following statement gives the result of the lines con- 
| tr olled by the ¢ ‘company, west of Pittsburgh, operated by the 
— Ivania Company and the Pittsburgh, Cincinnati & 

Louis Railway Company: 


} 
| 
| 


1880. 
The total earnings of the Pennsylva- 
nia Company onlines operated by 
it and = through organisations 
worked under its control were....$18,260,2 45.20 
| Expenses for same period were 9,745,303. 
Leaving ret earnings $8.; 315! O41. 98 
From this deduct: 
Rentals, interest and liabilities on 
all kinds chargeable thereto... 


6,130, 108.79 








Net profit on Pennsylvania Company’ s lines. $2,384.933.19 
| The total earnings of the Pittsburgh, 
Cincinnati & st. Louis Company 
on lines operated by it and 
through organizations worked un- 
der its control were ............... $11,243,744.56 


Expenses for same period were. 7,809,234 .84 





Leaving net earnings ” $3,434. 909.72 
From this deduct: 

Rental, interest and liabilities of 
all kinds ehargeable thereto, in- 
cluding the net earnings of the 
Columbus, Chicago & Indiana 
Central Railway, paid over to the 
Receivers under order of Court... 


$2,661,401 .50 
Net profit on Pittsburgh, Cincinnati & St. 
Railway Company’s lines..... TP 





Louis 
were 


773,108 .22 
$3,158, 041.41 41 
1,824,088 .36 


. $1, 333,953 05 


It will be noted that the lines west of Pittsburgh continue 
to show a cape improvement in their net results, which, 
while largely attributable tu the exceptional prosperity of 
the country, is at the same time due to a considerable extent 
to the watchful care and good management of the officers to 
whom are confided the direct contrél and oversight of these 
properties. 

The other lines west of Pittsburgh, in connection with 
which the company has assumed liabilities, or which it con- 
trols through the ownership of stock, but which are worked 
through their own individual organizations, are the St. 
Louis, Vandalia & Terre Haute Railroad, Indianapolis & 
St. Louis Railroad, St. Louis, Alton & Terre Haute Rail- 
road, Grand Rapids & Indiana Railroad and roads operated 
throngh its organization, Cleveland, Mount Vernon & 


Net profit on lines west of Pittsburgh, as above.. 


Increase in 1880. ... 
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Delaware Railroad, Massillon & Cleveland Railroad from 
Oct. 4, and East St. Louis & Carondelet Railway. 








a P : 1880. 1879. 

The aggregate gross earnings 0 

these ay eS ORE Mee ee $6,234,183.96 $5,007,413.52 

WIE. 3 5g SSRs SE Rae k ets 4,531,680.41 3,562,907.73 
Net earnings..................- $1,702,503.55  $1,444,505.79 

Deduct rental and interest ........ 2,049, 166,22 2,015,016.69 
SIN «once -: nacre sod oaks weetiamaes $346,662.67 $568,510.90 


Of this loss your company, under 
existing contracts, is directly or 
indirectly responsible for....... 

Which deducted from the profit 
before stated 


86,644.56 141,762.24 


SS spas eae 3,158,041.41 


1,824,088,.56 





Leaves a net profit on all lines " 
west of Pittsburgh $3,071, 386.85 


Showing a gain for 1880 of $1,389,070.73. 

The difference between this amount and the balance shown 
by the income accounts of the Pennsylvania Company and 
the Pittsburgh, Cincinnati & St. Louis Railway Company 
is due to the fact that, the actual advances made during the 
year were $50,956.63 less than the deficits shown by the 
operations of the roads. 

The Pennsylvania Company, after paying to this com- 
pany in cash the interest upon all of its obligations and a 
cash dividend of 4 per cent. upon its entire capita! stock, 
was able to pay off and cancel, in addition to the bonds re- 
deemed through the sinking fund, $1,400,000 of its deben- 
tures, and also provide out of its own resources the capital 
for the required improvements and additions to its properties. 

The Pennsylvania Company and the Pittsburgh, Cincin- 
nati & St. Louis Railway Company continue without any 
floating indebtedness. 

Of the issue of $3,200,0CO of Pennsvlvania Company 
bonds, secured by a pledge of Pittsburgh, Fort Wayne & 
Chicago Railway stock as collateral, $79,000 were redeemed 
by the sinking fund during the year; pending the settle- 
ment of the liability of these Ltonds for state tax , 11,000 
more have been purchased, which are held by the trustees as 
a special fund, leaving outstanding $2,901,000, 

he annual contribution of $104,100 was paid to the 
trustees of the first and second mortgages of the Pittsburgh, 
Fort Wayne & Chicago Railway Company, for the pur- 
poses of the sinking fund, but owing to the scarcity and ex- 
«>ytionally high prices of these securities, the trustees were 
able to invest only a small portion -of the funds in their 
nuuds. From their report there have been redeemed and 
are now held by them: ~~ 
II. 5 nba Ses av 08500 sa cdidd io ¥ins-s0e $1,196,000.00 
Second mortgage bonds ~ 1,258,000.00 


And the balance of cash in the hands of the trustees unin- 
vested: Dec. 31, 1880, was : 

On account of first mortgage Sinking fund.......... $153,362.93 
On account of second mortgage sinking fund........ 246,450.40 

An additional sum of 379,356 was paid into the sinking 
funds provided for the redemption of existing mortgages on 
the other leased lines west of Pittsburgh. 

During the past year this company acquired the few out- 
standing shares of the Pennsylvania Company, thereby 
placing the ownership of the entire capital stock, both com- 
mon and preferred, under its control. It was therefore 
deemed unnecessary to continue the distinction between 
the two classes of stock, and the preferred was merged into 
the common. 

The Newport & Cincinnati Bridge, crossing the Ohio River 
at Cincinnati, being closely connected with the workings of 
the Western lines and coming especially under the super- 
vision of their officers, it was deemed best that the stock 
held by the company in the bridge should be transferred to 
the Pennsylvania Company. This was accordingly done, 
and there was received in payment therefor $1,000,000 of 
stock of the latter company, so that the aggregate amount 
of its stock, all of which is now held by this Company, is 
$12.000,000. 

To enable the Pennsylvania Company to provide the 
necessary means to fully carry out the objects for which it 
was organized, to wit, the economical control, management 
and development of the lines west of Pittsburgh, and to 
take advantage of any opportunity that may offer to reduce 
the interest on the obligations of ‘those lines for which it is 
or may hereafter become responsible, a general mortgage to 
secure bonds to the amount of $30,000,000, bearing in- 
terest at 4!¢ per cent. per annum, has been authorized. 
These bonds, as they may from time to time be issued, will 
be guaranteed, principal and interest, by the Pennsylvania 
Railroad Company, in order to obtain the utmost advantage 
from the combined credit of the two companies. The pro- 
ceeds of this loan, as it may be disposed of, will only be used 
to protect the obligations of the Pennsylvania Railroad Com- 
pany and the Pennsylvania Company, and to advance their 
joint interests. 

The betterment expenditures upon your iines west of Pitts- 
burgh for the year amounted to $1,138,457.68, in addition 
to $24,583.42 expended by the Indianapolis & St. Louis 
Raijroad Company. The Pennsylvania Company received 
during the year $546,067.94, leaving a balance due on ac- 


$1.682.326.12 


count thereof and expenditures formerly made, including , 


$637,453.40 due by the Columbus, Chicago & Indiana Cen- 
tral Railway Company of $1,814,285.29. The work of fur- 
ther improving the condition of your Western lines was 
steadily prosecuted during the year, and to that end exten- 
sive renewals were made in steel rails, additional portions of 
the tracks ballasted with cinder and stone, and large repairs 
made to bridges. The main line of the Pittsburgh, Fort 
Wayne & Chicago Railway, the main line of the Cleveland & 
Pittsburgh Railroad, between Rochester and Cleveland, and 
the main line of the Pittsburgh, Cincinnati & St. Louis Rail- 
way are now laid with steel rails. 

There were laid, during the year, on the Northwestern 
lines, operated directly. in your interest, 6,696 tons of steel, 
and upon the Southwester: lines, 12.842 tons of steel and 
12,225 tons of rerolled iron rails. 

The motive power und ‘equipment upon these lines have 
not cnly been maintained, but their condition much im- 
proved. Heavier engines have partially replaced the light 
ones formerly in use, this change being indispensable to the 
economicel movement of their large traffic. 

The new Union passenger depot, at Chicago, referred to 
in the Jast report, is nearly completed, and will be opened 
for business about April. In addition to furnishing the 
facilities so urgently needed by your company at that point, 
it also brings some of the most important western lines 
directly into the same station upon such terms and condi- 
tions as will not only lighten the expense, but bring much 
indirect benefit to your company. The additional tracks, 
and other facilities in connection therewith, will be com- 
pleted in a short time. The cost of these improvements will 
be about #1,000,000. 

Upon the Southwestern lines large improvements have 
been made in the way of substituting iron for wooden struc- 
tures, steel for iron rails, and in rebuilding various stations ; 
a limited portion of the cost thereof has been charged to 
bes ny account. 

he construction of the new and commodious passenger 
depot and the freight buildings at Cincinnati, and the altera- 
tion of the yard tracks adjacent thereto, were commenced 


in the latter part of the year, but owing to the inclemency 
of the season the work has not been a eted; when finished, 
your company will possess excellent facilities for handling 
trafiic at that large and important commercial centre. 

The Grand Rapids & Indiana Railroad continues, under 
careful and efficient management, to show a steady improve- 
ment; and your company was not called upon during the 
year to extend to it any financial aid. The statements of 
the operations of the Land Department for the year are ver 
favorable, showing sales of 48,350.70 acres for $757,990.46, 
or an average of $15.67 per acre, as against a general aver- 
age of $12.87 for the entire period during which the lands 
have been sold. The amount of assets on band Dec. 31, 
1880, applicable to the redemption and payment of the first 
mortgage bonds of the company, was as follows : 

Balance in the hands of the trustees $548,961.73 
Bills and accounts receivable................. errr 670,935.45 
Cash in the hands of cashier 123,019,20 





$1,342,916.38 

The entire number of acres sold up to December 31, 1880, 
was 276,953.32, and the aggregate price received for the 
same, $3,565,296.94. The amount of land unsold is 576,- 
007 acres. Out of the proceeds of sales the Trustees were 
only able to purchase during the year $56,000 of bonds 
owing to their price being above the limit fixed in the deed 
of trust. This amount was converted into income bonds, 
making the total issue thereof outstanding Dec, 31, 
1880, $1,043,000. 

Several efforts were made during the past year to effect a 
compromise of the litigation existing with the Columbus, 
Chicago & Indiana Central Company, but without successful 
results, and it remains in the same position as at the time of 
the last annual meeting. Since the close of the year the 
securities of the company have passed largely under the con- 
trol of a few parties, who have evinced a strong desire to 
reach some amicable settlement of the question at issue. It 
is hoped that some arrangement may be consummated, in 
which the interests of the Pittsburgh, Cincinnati & St. 
Louis Railway Company and of this company will be 
properly protected. 

The litigation between the St. Louis. Alton & Terre Haute 
Railroad Company: and the Indianapolis & St. Louis 
Railroad Company (in which latter the Pennsylvania Com- 
pany is largely interested as a shareholder) has not reached 
any conclusion. 

The traftic of all the lines operated directly west of Pitts- 
burgh was as follows: 


1880. 1879. Increase 
Passengers carried..... 9,665,994 8,261,565 1,404,429 
Passenger mileage...... 221,783,885 269,515,697 ¢ 
Tons freight carried... 22,302,391 20,166,334 





Tonnage mileage. ......2,426,038,735 2,272.716,185 
The business of these lines shows an increase as great as 
that of the main line. 


SUMMARY OF ALL LINES. 


The summary for all lines directly worked east and west 
of Pittsburgh is as follows: 


1£80. 1879. 
Passengers carried............... 26,241,036 21,863,966 
Passenger mileage..........-.... 704,571,071 583,776,686 
Tons freight carried........ .... 49,701,464 45,137,006 


Tonnage mileage. .............. 5,719,030,065 


5,334, 194,434 


GES GROUIRGR:. &:. u.5.00s0ne005000 $70.764 062.25 
Expenses, rentals and interest.. 42.179,485.63 


$24,722,780.68 
The increase this year in net balance is $3,861,795.94. 
The aggregate amount of steel raiis laid in 1880, on all the 
lines owned, controlled, or operated by your company. was 
54,012 tons. 


Net belatice...........0..0- $28.584,576.62 


GENERAL REMARKS, 


From the report of the managers of the Trust Fund, duly 
audited in accordance with the terms of the trust, it will ap- 
pear that up to Dec. 31, 1880, there have been paid into the 
fund $1,300,000, and that securities have been purchased of 
the par value of $1,401,850, yielding an interest of 6.84 per 
cent. per annum upon the investment. As a misapprehen- 
sion seems to exist in the minds of some of the shareholders 
as to the conditions governing this trust, it may be well to 
state that the original suggestion, that scrip should be issued 
to the shareholders to represent the sums paid therein, was, 
upon full examination by the General Solicitor, determined 
to be of doubtful legality, and therefore, in the plan of the 
trust, as finally approved by the shareholders, March 11, 
1879, no provision was made which would permit the issu- 
ing of such scrip, as has since been suggested by some of the 
stockholders. 

Of the amount paid by the county of Allegheny for loss 
and damage occasioned by the riots of July, 1877 ($1,600,- 
000), this company received $1,322,035. 14, the balance being 
paid to the Western and auxiliary lines, to which it was due. 
This money has been appropriated to reimburse the capital 
account for the impairment in value resulting from the de- 
struction of your property at the time referred to. As some 
of the shareholders seem to have expected that this money 
would be distributed in the shape of an additional dividend, 
it may be proper to say that such action could not be taken, 
| as the sum secured from Allegheny County, added to that 
| retained in the treasury through the temporary cessation of 
| dividends, was not equivalent to the loss entailed by the 
destruction of the company’s property and the decrease in 
revenues resulting from the stoppage of traffic. 

A statement of the insurance fund is also attached, duly 
audited, showing assets therein at the close of the year of 
the value of $736,281.09, being an increase over the previ- 
ous year of $73,089.53. 

During the present year the board will have under consid- 
eration the construction of some important improvements 
to aid in properly developing the sections of country nat- 
urally tributary to your lines, and to afford additional fa- 
cilities to your continually increasing traffic. Among them 
may be noted the following : 

* At Jersey City, the extension of the present dock, adja- 
cent to Pier No. 3, inland for a distance of 904 feet, making, 
when completed, a dock 2,240 feet long and 200 feet wide, 
probably the largest at that port ; and in connection there- 
with the erection of brick warehouses for the storage of 
merchandise for import or export. This will enable ocean 
steamers and sailing vessels to be brought in direct counec- 
tion with the tracks and other facilities of the company, ob- 
viating to a large extent the necessity for the expensive sys- 
tem of lighterage now used in the storage and handling of 
traffic at that terminus. These improvements will “aoe | 
require an outlay of about %750,000 to render them ef. 
fective. 

lt may be noted in this connection that the company 
have, in pursuance of the policy intimated in the last report, 
purchased the equipment of the National Lighterage Com- 
pany of New York. which, together with the steamboats and 
car floats purchased the previous year, and the other float- 
ing equipment owned by the company at that port, now 
numbers eighty-three. The purchase of this floating equip- 
ment enables the company to trarsact its lighterage and 
transfer business without the intervention of that organiza- 
tion, and will lessen the former heavy charge on freight 











ing necessity exists for an additional in elevator 
at the port of Philadelphia. With the view of concentrating 
the handling of the export traffic and in order to secure to 
the company the control and indirect ownership of the best 
point at this port for dock improvements and the erection of 
elevators, negotiations have been commenced with the parties 
now owning the Girard Point property, upon which a large 
elevator and other improvements are already constructed, 
for its purchase, with the object of organizing a company to 
build additional elevators and docks. In this new organization 
this company will secure a controlling interest, without any 
addit onal investment, as they now hold a large amount of 
the obligations of the International Navigation Company 
secured upon the property referred to. It is believed that 
the necessary funds for the erection of another elevator dur- 
ing the present year can in this manner be obtained without 
the advance of a*ditional capite] upon the part of this com- 
ng The estimated cost of this improvement is about 

The approach to the new pass:nger depot in the city of 
Philadelphia and the station building will be of the most 
substantial character. Its location is immediately adjacent 
to the Public Buildings, the geographical centre of the city, 
and very close to the centre of population. It will bring the 
beautiful country on the Main Line of your road at Bryn 
Mawr and adjacent thereto, as well as that on the New York 
Division, nearer in point of time to the business part of the 
city than much of the thickly built portions pow occupied 
by private residences. The construction of this work is al- 
ready baving a marked effect upun the development of local 
traftic, and it is believed that, in addition to its great value 
to through and competitive business, it will, in a few years, 
by its promotion of suburban trains reaching the Park and 
other portions of the city, and its stimulus to the traffic be- 
fore referred to, fully realize ail that was anticipated at the 
time of its original conception. 

The largely increased traffic on the portions of the road 
adjacent to the cities of Philadeiphia and Pittsburgh is so 
seriously interfering with the prompt movement of freight 
trains that the extension of the present four tracks for a 
further distance of about fifteen miles at each end of the 
line will be rendered necessary for its prompt and economi- 
cal movement. As the right of way for the tracks, for this 
distance, is nearly all acquired, their cost will not be so 
serious a matter as would at first appear. and will probably 
not exceed the sum of $1,250,000. A portion of this work 
will be commenced the present year. 

The construction of the branch from the Connecting Rail- 
way to Germantown, Chestnut Hill and Norristown has not 
heen commenced, owing to the difficulties of determining the 
proper route and negotiations for the right of way, both of 
which are matters of more than usual importance, in view of 
the valuable and thickly-settled country traversed by the 
proposed line. ; 


The parties owning and controlling the large and extensive 
iron ore mines and furnaces located at Cornwall, in this 
state, have taken the necessary steps for the construction of 
a branch road to connect w.th this company’s line pear 
Conewago station. The construction of this branch will 
bring to the road a considerable amount of traffic. 

The great pressure of traffic upon the steep gradients as- 
cending the eastern slope of the Allegheny Mountains has 
brought to the attention of your officers the propriety of relay- 
ing the track upon what is known as the “New Portage Rail- 
road.” This was originally constructed by the state of Penn- 
sylvania to avoid the passage of the Alleghenv Mountains 
by inclined planes, and was purchased from the state by this 
company. The mountain tunnel and general location of this 
line follow very closely those of your own road, making a 
connection with your branch line ‘near Hollidaysburg. The 
| relaying of this track will not be very expensive, as the 
| road-bed is generally in a good state of preservation. It will 
relieve the Main Line of the local traffic from the large iron 
works and mines in the vicinity of Hollidaysburg, and afford 
an alternate line on the most difficult and expensive portion 
of the Mountain Division. 

About 16 miles of the westeru end of the Lewisburg & 
Tyrone Railroad, connecting with this company’s line near 
Tyrone, and developing an extensive iron ore district, have 
been completed, and a further extension will be made during 
the present year. 

Several extensions of branches have been made on the 
Southwest Pennsylvania Railway to develop the adjacent 
coke region. This road is now one of the most important 
local feeders of the Main Line, and further extension of its 
branches will be made the present year. 

For the purpose of promoting and aiding the development 
of what is known as the Snow Shoe bituminous coal field, 
and securing its traftic to your lines, the board have author- 
ized the purchase of the Bellefonte & Snow Shoe Railroad, a 
branch about 24 miles long, for the sum of $275,000, there- 
after pete to consolidate it with its connecting line, 
the Bald Eagle Valley Railread, which is controlled by this 
company by ownership of shares and leasehold. F 

The rapid increase of both the local and through traffic, 
interchanged between this company’s two principal western 
lines and the Main Line, through the city of Pittsburgh, 
has so seriously interfered with its proper movement, that 
some provision to relieve this overcrowded portion of the 
road seems imperative. With this object in view, it is pro- 
posed to extend the Western Pennsylvania Railroad to a 
connection with the Main Line, near Bolivar, and reduce its 
gradients. The completion of this work will enable the 
traffic of the Pittsburgh, Fort Wayne & Chicago 
Railway to avoid passing trough Pittsburgh, 
and afford aé_ line of very low gradients as 
far eastward as the Allegheny Mountains. The great 
economy thus effected in the transportation of traffic, 
together with the relief it will afford to the Pittsburgh 
Division of the Main Line, it is believed, will largely repay 
the interest on the cost of such an improvement, which will 
probubly not exceed $750,000. The improvement being 
made on that portion of the Pittsburgh, Virginia & Charles- 
ton Railway which connects the Pittsburgh, Cincinnati & 
St. Louis Railway with your road at Port Perry, about 13 
miles east.of Pittsburgh, will also enable the through traffic 
of the latter line to avoid the present detention. Both of 
these improvements will progress only as the pressing neces- 
sities of the traffic may demand. 

The Pittsburgh, Virginia & Charleston Railway has been 
extended 23 miles to Brownsville, and during the present 
year it is proposed to make a further extension to a connec- 
tion with the Southwest Pennsylvania Railway near Union- 
town, occupying a partially graded line previously purchased 
by this company, thus opening the southern portion of the 
coke fields to a direct connection with Pittsburgh by a con- 
tinuous descending gradient. This extension will be seven- 
teen and a half miles long, and will cost about $500,000, It 
is believed that the additional trade thus secured will make 
the investment which your company now have in the Pitts- 
burgh, Virginia & Charleston Railway Company directly 
productive. : 

With the object of promoting an increase of traffic upon 
some of the branch lines acquired under the lease of the 
New Jersey roads arrangements have been made for the con- 
struction of a line of railway from the eastern terminus of 








revenues. . 


the Pemberton & Seashore Railroad to the coast, and thence 
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northward to a connection with your road at Squan. This 
will afford a very direct and short line, and develop a large 
and attractive section of the seashore. The new portion will 
be about thirty miles long, and will be known as the Phila- 
delphia & Long Branch Railway. 
ibably the most important piece of work completed by 
the Company during the past year was that connecting the 
tracks in West Philadelphia with what is known as the 
Delaware Extension, heretofore detached from the Main 
Line, and only reached over the tracks of another company. 
is was finished June 17, since which time the very large 
aiount of traffic delivered to points on the Delaware River, 
south of the city, has passed over this line, and the company 
thus been enabled to save a large interest on its cost. 

Some litigation has again arisen in reference to the use by 
other railroad companies of a portion of the Main Line in the 
West Philadelphia yard. As the title to this part of the 
road, which had been previously disputed by the Junction 
Railroad Company, was fina)ly adjudicated in favor of this 
company by the Supreme Court of Pennsylvania some years 
since, it is confidently believed that the effort now being 
made on the part of foreign railroad companies, through the 
instrumentality of the Junction Railroad Company, to use 
this property to your injury will not be successful; especi- 
ally as it involves the running of their passenger trains 
through the most crowded part of the West Philadelphia yard, 
which has been specially constructed and arranged for the 
accomodation of freight traffic and from which your own 
passenger trains were excluded several years since, at great 
expense to the company, on account of their grave interfer- 
ence with the prompt movement of your freight traffic and 
the serious peril involved therein to both life and property. 
All freight traffic that itis proper to handle in such yard 
can be expeditiously moved ; but the effort now being made 
is torequire passenger trains to be passed rapidly and on a 
fixed schedule through said yard, regardless of their inter- 
ference with the freight traffic or of the constant danger to 
which they are thus exposed. It is to be hoped that if these 
foreign lines continue to desire a connection through the 
city they will not expose their passenger trains to such 
risks, but will construct an independent line entirely free 
from the hazards referred to. 

On Jan. 17, 1880, the company concluded a contract with 
the American Union Telegraph Company for a period of 
twenty years, which is not exclusive in its terms, nor does it 
prevent any of your lines from doing such telegraph busi- 
ness for the public as they may by law be authorized to do. 
This contract secures a more adequate compensation to the 
company and its auxiliary lines than they have heretofore 
received for the privileges granted to other telegraph com- 
panies. It was persr agen | hoped that a similar contract 
would have been made with the Western Union Telegraph 
Company, then occupying your lines. This has not been real- 
ized, aud as the board believed that the company did not 
pay a proper rental for the occupancy of your properties, 
and had no legal rights upon a portion thereof, notice was 
given to it on Sept. 30 last, to remove therefrom its poles 
and fixtures. Through the litigation arising out of this no- 
tice a judicial determination will be reached as to the rela- 
tive rights of the parties. Pending this result, agreements 
have been made between the formerly competing telegraph 
companies now occupying your lines which may render new 
contracts necessary to thoroughly protect your interests. 

The harmonious relations existing between the various 
trunk lines in reference to the maintenance of proper and 
uniform rates on freight, have with few unimportant excep- 
tions continued, and it is gratifying to observe that, under 
the present system of the railway service, the public have 
been better served and _ rates have been more 
equitable and uniform than during any previous 
year. Notwithstanding the marked advance in the cost of 
labor and all materials that form so large a part of railway 
expenses, neither passenger nor freight rates have made any 
material advance, but, in many instances, show a reduction, 
so that at the present time it may be safely said that in no 
part of the world are the public provided with equal railway 
tacilities for the carriage of passengers, nor is merchandise 
transported so cheaply as on the American railways. It would 
therefore seem that it might be safely assumed that the public 
are not so much in need of state or Congressional legislation 
for proper protection against oppression or excessive rates, as 
are the solvent and better organized railway companies in 
need of legislation to provide against undue or unwise com- 
petition, which reduces rates below a compensating point, 
and prevents the railways from furnishing the public with 
such facilities as the requirements of the traffic demand, and 
also to prevent the es and promotion of irresponsi- 
ble companies, which project and construct unnecessary 
lines designed more for speculative purposes than for the 
true interests of the public. If Congress, instead of acting 
hastily on so important a subject, will appoint a competent 
commission to examine and report on the railway interests 
of this country, it will probably appear that if any legisla- 
tion is advisable it will of the latter character in prefer- 
ence to the former. j 

The results of the past year, as shown by the statements 
herewith presented, reflect largely the great prosperity of 
the country, following a long period of depression. While 
there may seem no reason to expect an immediate reverse in 
this condition of affairs, yet the great cheapness of money, 
combined with this prosperity, is inducing capital to promote 
wild railway schemes that must finally bring loss to their 
owners and entail an additional burden upon the public. It 
is, therefore, proper that all railway companies, like your own, 
whose shares are so largely and widely distributed (as an 
evidence of which we may state that the number of share- 
holders on your books at the last dividend period was about 
13,000), and often held by those mainly dependent upon 
their dividends, should so manage their affairs as not to 
depend too strongly upon this seeming prosperity, 
which must, undoubtedly, be followed by adverse 
seasons. Your management have, therefore, deemed 
it wise so to conduct the affairs of ‘your company that 
while it returns what may be regarded as a reasonable, 
if not a large, dividend to its shareholders, a proper re- 
serve shall be held to provide against these periods of depres- 
sion, so that a uniformity can be maintained in its dividends, 
and your properties at the same time kept up to that full 
standard of efficiency essential to enable it to meet success- 
fully the schemes of irresponsible competition. It may be 
noted here that of the 59,149 shares of your stock bought 
from the city of Philadelphia and held in trust, 47,443 shares 
have been distributed to the sharebolders on account of the 
dividends declared in May and November last, the premium 
upon which, added to the cash dividends then paid, makes 
an aggregate for the past year of nearly 8 r cent. 
Speci usion is made to this iwatter from the fact that 
grave exception has been taken by some of the shareholders 
to the policy of not dividing at each dividend period the 
entire net receipts .of the company, the latter being 
the policy that obtains so strongly in England, where 
a considerable portion of your shares is hold, but 
which in this country has never been pursued with- 
out weakening a_ rail a 4 company and entailing 
upon it the necessity of periodical reductions, if not a sus- 
pension of its dividends. Itis believed by your management 
that if this policy were to be applied in this country, and 
especially by the Pensylvania Railroad Company, whose in- 


terests are so widely diversified, it could but result in di- 
minishing its efficiency and eventually returning less divi- 
dends to its shareholders.: It may be proper at this point 
also to correct the impression, prevailing more strongly 
abroad than in this country, that the revenues of your com- 
pany to an unreasonable extent are devoted to new con- 
struction work and such outlays charged to expenses. This 
the shareholders may be assured is not the fact. The cost of 
all new construction work not oe chargeable to the 
expense account is each year added to your capital account, 
the funds for this purpose, for the past two vears, havin 
been obtained largely by the sale of such securities own 
by the company as it was deemed wise to dispose of. 

On the first of June, 1880, Mr. Thomas A. Scott, the 
former President of the Company, felt constrained, under 
the advice of his physician, to tender his resignation, which 
the board accepted with great regret. Mr. Scott had been 
identified with the Company for nearly thirty years, and 
the best portion of an active life had been spent in promot- 
ing and protecting its interests. It is most earnestly hoped 
that relief from the héavy responsibilities inseparable from 
his official position will serve to restore the health and pro- 
long the life of one whose unceasing efforts and ee 
labors were always freely besto for the prosperity an 
success of this Company. . 

Mr. George B. Roberts, the first Vice-President, succeeded 
Mr. Scott as President, and Mr. A. J. Cassatt was.chosen 
First Vice-President. 

For the responsible position of General — Agent of 
the company, made vacant by the death of Mr. Kin mn, 
announced in the last annual report, the board selec Mr. 
J. McC. Creighton, formerly Manager of the Empire Line, 
whose successful administration of that and other positions 


continued good results in the wider field to which he was 


assigned. 

The following changes have 
during the past year : . hast 

Mr. Henry W. Gwiuner, who held a responsible position 
in the Passenger Department of the company, and was high- 
ly esteemed by all of his associates, resigned his position for 
more lucrative employment clsewhere. The vacancy thus 
caused was filled by the appointment of Mr. Max Riebenack. 
Mr. J. R. Erringer, Jr., was appointed General Ticket 
Agent of the Pennsylvania Railroad Division in April last 
= fend the vacancy caused by the death of Mr. Theodore A. 

er. 

The board have, with a sense of deep regret, to record the 
recent deuth of Mr. Josiah Bacon, who served asa director 
of this company for a period of nearly 25 years. One of the 
earliest and most earnest advocates of the building of the 
Pennsylvania Railroad, he was also a firm supporter of such 
railway enterprises as served to develop this and adjoining 
states. His long experience, good judgment and sterling 
integrity were of great value to the company. Mr. William 
Thaw, of Pittsburgh, intimately associated with the trans- 
a interests of the country for many years past, and 

argely interested in your properties, was elected to fill the 
vacancy thus caused. 

From these statements it will be noted that neither the 
Pennsylvania Railroad Company nor any of the ov weed 
tion's for which it is responsible have any floating inde - 
ness except that held in your own treasury. 

The board have again to express their acknowledgments 
to the officers and employés of the company for the 
faithful and efficient discharge of duty and zealous service, 
to which are to be attributed in no small degree the success- 


also been made necessary 








held by him in the service of the company gave assurance of 


Dr. 


To capital stock 

To first mortgage bonds due 1880 

To general mortgage bonds due 1910. 

To consolidated mortgage bonds due 1905... 

To consolidated mortgage bonds due 1919. ah 

To Navy Yard mortgage registered bonds due 1881 Epusenne 

To lien of the state upon the public works between Philadelphia 
and Pittsburgh, bearing 5 per cent. interest, payable in annual 
installments of $460,0 0, applicable first to the interest, and the 
remainder to principal ; the original amount of which was 
‘$7,500,000... 

To mortgages and ground rents payable 


Accounts payable, viz. : 
To papers and freight balances due other roads. .............+--- 
To pay rolls aod vouchers for December, 1880, due in January, 1881. 
To bills payable.... 
Tocash dividend due to stockholders unpaid 
To dividend serip of December, 1873, outstanding 
To sundry accounts due other roads 


othing 


To appraised value of securities owned by the United New Jersey 
Railroad & Canal Company and transferred with the lease of 
the works of that company 

To equipment of road and canal owned by the United New Jersey 
Railroad & Canal Company and transferred with the lease of 
the works of that company 

To fund for the purchase of securities guaranteed by the Pennsyl- 
vania Railroad Company, under trust created Oct. 9, 1878 

To 655 consolidated mortgage bonds redeemed and canceled 

To balance to credit of profit and loss.... 


Less amount of decrease 


Total amount of increase 


By balarvce standing on the books of the company for the construc- 
tion of the railroad between Harrisburg aud Pittsburgh, including 
branches to Indiana, Holidaysburg and Morrison’s Cove; also 
branch to connect with the Pittsburgh, Virginia & Charleston 
Railroad ; also briage over the Susquehanna Kiver at Columbia, 
and branch from Columbia to York, in all 353 32-10v miles ; also 
the extension of the |'ennsylvania Railroad to the Delaware 
River, including Wharves und Grain Elevator, and the Filbert 
Street Extension to Fifteenth and Market streets, Philadelphia 
($1,329,803.67), and cos: of stations, warehouses and shops on 
the whole road from PLiladelphia to Pittsburgh 

By balance standing on the books of the company for the purchase 
of the Philadelphia & Columbia Railroad 

By balance to debit of equipment of road, consisting of 877 locomo- 
tives, 612 passenger cars, 175 baggage, mail and express cars, 
17.647 freight cars, and 1,556 road cars, including shop machin- 
ery, steamboats and car floats, and also including equipment of 
canal, consisting of schooners, barges and tugs. ...... .....+++-- 

By cost of real estate of the company and telegraph line 


Total amount charged toconstruction, equipment and real estate 
accounts for th- railroads between Philadelphia and Pittsburgh, 
comprising 1,096.36 miles of single track (exciusive of Harris- 
burg & Lancaster Railroad, 98.70 miles), including sidings, sta- 
tions, warehouses, shops and shop machinery, telegraph lines, 
CUM COMMING, OOD. GODS ica oo sccesicces ccnnecsee Wakgoveavavewies 


OTHER ASSETS. 

By cost of bonds of railroad corporations 

By cost of capital stocks of railroad corporations 

By cost of bonds and stocks of municipal corporations, coal com- 
— ae companies and investments not otherwise enu- 
merate 


Total cost of bonds and stocks belonging to the company 
By managers of trust created by Pennsylvania Railroad Company, 
_ Oct. 9, 1878 
By insurance fund 
By mortga,es and ground rents receivable. 
By amount expended for the purchase of anthracite coal lands, 
Hazleton, Hamilton, Eastwick and other tracts 
By appraised value of securities owned by the United New Jersey 
Railroad & Canal Co..pany, and transferred with the lease, of 
ClO. WOT OF GAME COUIANT Soa onic. a cccessccccscccsicnse sons sie 
By equipment of road an| canal owned by the United New Jersey 
Railroad & Canal Company, and transferred with the lease of 
the works of that company. 
By amount of fuel and materials on hand for repairs to locomo- 
tives, carsand maintenance of way, viz. : 
For the Pennsylvania Railroad 
For the Uni New Jersey Railroad & Canal 
For the Philadelphia & Erie Railroad 


By amount of bills and accounts receivable, and amounts due from 
other roads, including advances made to railroad corporations for 
construction and purchase of equipment used on their lines, viz. : 

Philadelphia & Erie Railroad Company 

United New Jersey Railroad & Canal Construction 

United New Jersey Railroad & Canal Sinking Fund 
demption Account 

United New Jersey Ruilroad & Canal real estate.. 

Other companies.......... Se etpate ts + ebro nensinsan 


and Re- 


By cash balance ip. hands of the Joint Stock Bank, London, and other 
parties, to pay coupons due in January, 1881 

By cash balance in hands of freight and passenger agents 

By cash balance in hands of Treasurer 


Less amount of decrease 


Total amount of increase 
. & O.E. 


ful results obtained during the past year 


GENERAL ACCOUNT, PFNNSYLVANIA RAILROAD COMPANY. 


DurInG YEAR 1880. 
Increase. 
$68,870,200.00 “ ‘ 
$2,103, ° : 
19,999,771 


3,833,066.78 
1,499,937.46 


$341,099.36 
3,466.947.68 


6,552,692.03 
3,895,584.60 


3,163,704.53 


600,000.00 
291,000.00 


$1,300,000.00 
634,4 ,000. 
3,612,875.38 


460.00 
7,793,948,71 
- 9,728,408. 74 
$154,256,894.11 $10,404,573.61 $5,131,329.47 
5,131 ,329.47 








$5,273,244.14 


Cr. 
During YEAR 1880. 
Increase. Decrease. 


$28,990,987.315 
5,375,733.43 


18,038,200.96 
10,858,151.34 


$23,734,82 


5.15 $1,785,753.00 
30,742,960.7¢ 


3 981,006.73 
7,355,895.98 
61,833,681.86 
1,300,000,00 
10,000.00 
69,735.00 
764,256.03 


3,895,584. 30 
3,163,704.53 


$1,820,738.13 
78,109.56 


707,190.35 .. 
175 534.48 
. 87,455.51 


112,290.00 
81,241.70 
2,882,242.87 


1,139,280.00 
500,976.45 
8,870,491.27 


5,054,747.46 
$154,256,894.11 





$9,703,737.00 $4,430,492.86 
4 430,492.86 





